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CHAPTER FOUR
THE DECISION MAKERS & THE PROCESS
4. THE DECISION MAKERS AND THE PROCESS
4.1 INTRODUCTION
This chapter examines the organisational 
environment in which engineers and architects made 
decisions about railway architecture.
A long line of people, including commissioners, 
engineers, architects, surveyors, draftsmen, cadets and 
others have at different times been involved in the design 
of station buildings. Despite the long period which this 
thesis covers, the source of all designs remains an 
unknown. This chapter, in part, demonstrates the 
difficulties of determining who have been the designers 
of station buildings.
However, this is a thesis not about designers 
but about the circumstances which prompted the emergence 
of new designs. The key to the timing of these events is 
the date on which approval was given to employ a specific 
design. Over 125 years, the titles of the positions 
whose duties included making such decisions have changed 
but they have basically been those engineers who have 
been in charge of the branches responsible for the 
construction, renewal and maintenance of buildings.
Appendix two sets out diagramatically the positions, 
the occupants and the way in which the structure of 
station design decision making has evolved.
This chapter also sets out the development of 
the organisation of the administration of railways so 
far as it relates to these positions in which decisions 
about station designs were made. It documents the 
evolution of the decision making process.
Lastly, the chapter relates biographical details 
of the men who made the decisions. Women have never been 
involved in the decision making process.
4 *2 THE ORIGIN OF DESIGN CONCEPTS
There is no evidence at any stage in the 125 year 
period to indicate the officer or officers responsible for 
the origin of particular design concepts. Whilst for most 
of the period the railway administration employed architects 
or architectural draftsmen who undertook design work, all
approvals for station designs have been made not by them 
but by civil engineers in charge of the branch in which 
the draftsmen and architects have been employed.
bctnTraditionally, many personnel have/ involved in
the design of a particular building. Tracers, draftsmen,
checkers, supervising architects, design engineers, branch
heads and others have usually been involved to varying
degrees and mixtures in the drawing of plans for station
buildings. However, from 1855 to 1980, there has been a
continual dominance of engineers over architectural
personnel. Writing on this aspect in 1956, Stinson said
that "the position of Principal Architect does not carry
enough weight in the Department".^
The relationship between architects and engineers
in regard to railway station designs has never received any
serious debate in New South Wales. Theoretically, it has
been stated that, "while the engineer has the responsibility
to prescribe the conditions for structural efficiency and
stability he also has a co-operative role in the design
contributions of others, which in turn will effect the
(2 )overall structural form". The co-operative role even
amongst railway engineers in New South Wales involved in
station planning has been consistently absent, as noted in
(3)the 1887 Board of Inquiry report. It seems that
engineers have traditionally dominated architects because 
it has historically been engineers who have undertaken 
trial surveys and who thus have been aware of the availability 
or otherwise of local materials. From this information, 
the engineers have been aware more than architects of the 
constraints of actual building sites. Architects have 
never been posted to country offices. In addition, engineers 
have been in charge of the permanent way and have been aware 
of engineering characteristics about track behaviour. Thus, 
the dominance of engineers over architects in the early
years of railway construction is understandable, 
but this position has become an historical legacy for 
railway architects over at least the last thirty years.
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(1) J.A. Stinson, Railway Architecture, unpub., manuscript 
held by State Rail Authority Archives, 1956, p. 28.
(2) Royal Institute of British Architects, Architectural 
Practice & Management, Revised Ed. London, Royal 
Institute of British Architects, 1973, p. 5.
(3) See chapter 14, page 100.
The approval of designs by the engineer in
charge of the relevant branch has given a degree of
unsubstantiated credit to these officers in most cases.
It may be that credit is due to other people, either below
or above the engineers involved. For example, James Angus's
name appears, along with three Railway Commissioners, on
the plans for Summer Hill and Katoomba in 1891. Audley
stresses that Angus knew nothing of architecture and that
credit for the new designs at these stations lies with
Arthur Josling, who.was the Architect for Railways at the
(4)time. On the other hand, it has been argued that
responsibility for the new design rested with the then
Chief Commissioner, E.M.G. Eddy. All undergraduate
architecture theses dealing with the period maintain that
(5 )Eddy is responsible for the design. Davies says that
"Eddy introduced the 'island platform', which was first
used on the quadruplication works on the main suburban line
in 1892". This may be correct but there is an absence
of evidence to support the proposition. The correct position
is that there is no evidence to indicate the source of
design at this or any other time.
Although it is of interest to establish building
designers, it is more important to establish causes for the
introduction of new designs at particular times. It is the
decision to use or not to use a particular design, rather
than the idea in relation to the architecture of the design,
which is examined in this thesis. Such decisions have,
except in four- cases referred to in section 4.3, been taken
by the engineer holding the senior position in the relevant
branch in the railway administration or the railway branch
of the Department of Public Works. Not only have senior
officers made the decisions but the decisions have been(7)"made under the authority of centralised officials".
There is considerable evidence to demonstrate the complete 
dominance of the Sydney based officers in the decision making
(4) Private letter from R. Audley dated 3rd December, 1980, 
and oral communication on 5th January, 1981. Mr. Audley 
is undertaking research for an M.A. degree into the 
administration of Commissioner Eddy.
-(-53--This thesis indicates that there is considerable evidence
which seriously casts doubts on Eddy's contribution.
(6) P. Davies, A History of New South Wales Railway 
Architecture 1890-1915, unpub. B .Arch. thesis, University 
of New South Wales 197,8, p. 127. Whilst Davies admits 
that "it is not known if Eddy designed the buildings 
himself", he says, "the influence of Eddy can be seen
in the design", also p. 128. *
(7) A. Trollope, Australia & New Zealand, Geo. Robertson, 
Melbourne, 18 74 , p. 167.
process, Only in sporadic instances have they permitted
delegation of authority to approve designs. These
instances are indicated in appendix one to this chapter.
In addition, one plan only since 1855 has been approved
by an officer outside the Sydney offices. ; Other than
that one instance, the decision making process has always
been centralised from Sydney. Only in a very limited
number of instances have officers outside Head Office
been involved in the taking of decisions in regard to
station design and in all of -these they have been
(9 )restricted to only minor alternations.
Head Office staff have also ensured complete 
dominance over plans used for stations erected by both 
private building contractors and Government employees. 
Contractors have had to make allowances for the preparation 
of each station site but they have never altered the design 
of any structure, the plans of which were approved by 
railway staff. Approving officers never consulted non­
railway personnel working at stations, such as postmasters 
and bookstall operators, for whom special spaces have been 
allocated at various stations from time to time. Railway 
officials have provided space but the location and size of 
that space has always been contingent on those special 
functions blending in both architecturally and spatially 
with the design of the station building.
4 * 3 EVOLUTION OF THE DECISION MAKING PROCESS
When the Government opened the Sydney to Parramatta 
railway in 1855, the administration of the railways came 
within the Department of Lands and Public Works. In 1859, 
the Government created a separate Department of Public 
Works, the Under Secretary of which was also the 
Commissioner for Railways.
Until 1888, the Department of Public Works 
controlled not only construction but also the administration 
and maintenance of the existing rail system. In an attempt 
to mitigate public comment about the considerable degree of 
political interference in the operation of the rail system, 
the Premier, Sir Henry Parkes, initiated legislative action 
in 1888 to provide for autonomy for the railways.
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(8) Francis Beil of the Hunter River Railway Co. approved two 
plans in 1857 for the building at Honeysuckle Point.
(9) The involvement of F. Avery, District Engineer, in 1883 
in regard to the erection of the present Springwood 
station is an example.
By amending the Government Railways Act, Parkes 
established a Board of three Commissioners who were 
independent of the Department of Public Works. Under 
this arrangement, the construction of new rail lines 
remained within the Department of Public Works, being 
carried out by the Railway Construction Branch which
was headed by the Engineer-in-Chief, Railway Construction.
At the same time, the administration and maintenance of 
the railways was pursued by the independent Commissioners 
and their staff. Under the control of the Railway
Commissioners was the Existing Lines Branch which undertook 
the maintenance of all existing structures. This included 
all alterations and additions to and replacement of buildings 
once new lines were opened.
With the split in 1888, decisions about railway 
architecture were made in two organisations - additions 
and replacements on existigg lines in the office of the 
Railway Commissioners and buildings on new lines in the 
Department of Public Works. Despite the appearance, decision 
making was not carried out by a single body prior to the 
split as in 1876 the duties of the Engineer-in-Chief were 
divided and two positions created. From 1876, there was 
an Engineer-in-Chief and an Engineer for Existing Lines, 
each with separate branches in the Department of Public 
Works. In 1888, the Engineer-in-Chief remained in the 
service of the Department of Public Works and the Engineer 
for Existing Lines transferred to the office of the 
Commissioners for Railways.
Both the Engineer-in-Chief and the Engineer for 
Existing Lines made decisions about station architecture; 
one concerned himself with new stations at locations on 
unopened lines and the other involved himself with additions, 
alterations or new stations at locations already opened.
Over the years from 1876, both introduced new designs.
Each office had its own drafting, architectural and 
engineering staff and the two Branches operated largely 
without interaction.
The absence of communication was to such an extent 
that in 1887 a Board of Inquiry into the railway administration 
cited the unnecessary autonomy of the two Branches. The
(10) Subsequently changed to Railway and Tramway Construction 
Branch.
(11) For a brief history of the railway administration,
See Department of Public Works, Annual Report to 30th 
June, 1917, Sydney, Government Printer, p. 7.
Existing Lines Branch was most critical of what if considered
( 12)inadequate work by the Railway Construction Branch. The
Existing Lines Branch made accusations that the Construction
Branch handed over buildings which were "not fitted up",
that a large degree of alterations to buildings handed over
were required and that the Construction Branch had built
(13)stations m  incorrect locations. In reply, the Construction
Branch criticised the Existing Lines Branch for unnecessary 
alterations. The Construction Branch indicated all station 
building plans were submitted to the Traffic Department to 
determine whether the design would meet its requirements.
The Commissioners undertaking the Inquiry ascertained that, 
unlike the Construction Branch, the Existing Lines Branch 
did neither use standard plans nor was it aware that the 
Construction Branch used them.
Since the establishment of the Existing Lines Branch 
in 1876 until 1891, that Branch was responsible for the 
erection of the Colony's most expensive and elaborate 
structures and chose to use individual designs for each 
location. On the other hand, the Construction Branch mostly 
used designs implemented previously. Only in 1892 did the(14)Construction Branch implement a new design. After 1892,
both Branches used standard designs, though the Existing
Lines Branch did build some non-standard structures from
.. . .. (15)time to time.
In the 1880s, the Commissioner for Railways,
Charles Goodchap, supported the Existing Lines Branch and
criticised the Construction Branch of the Department of
Public Works. However, other than referring to expenditure
on station buildings that was "not required" and to "useless
buildings on the Mudgee line, and at other places", he gave
(17)no indication as to the nature of his complaints.
(12) From July, 1899, tramway construction work came under 
the control of the Branch and the position was retitled 
Engineer-in-Chief, Railway and Tramway Construction.
See H. Deane, The Wolgan Valley Railway - its 
Construction, Sydney,Australian Railway Historical 
Society, 1979, p. 26.
(13) See Board of Inquiry into the Department of Public 
Works, Report of Evidence and Minutes of Evidence, Votes 
and Proceedings of the Legislative Assembly, Second 
Session, 1887 , Vol. 2, Government Printer, 1887.
(14) At Kiama.
(15) Such as those at Wyong in 1912 and Gunnedah in 1913.
(16) See 1887 Board of Inquiry Report, p. 179.
(17) See Minute of the Commissioner for Railways on Report 
of Inquiry Board infVotes and Proceeding, ibid.,
pp. 48-52.
Neither the Commissioner nor officers of his organisation
gave any specific example v/hich would exemplify the
... • (18) criticisms
It is not surprising that the Commissioners
undertaking the Inquiry were confused. They did not
know what was the correct position. They said that "the
enormous expenditure by the Existing Lines Branch upon
lines handed over by the Construction Branch clearly proves
that either the Engineer-in-Chief does not hand over his
lines properly constructed and completed for the due
working of traffic or, on the other hand, if he does,
(19)that the money so expended is improperly expended".
Without determining the source of the misallocation of 
funds, the Commissioners said that "the cost of some of 
these buildings is not only excessive, but without proof 
to the contrary, some of them appear to be uncalled for".
In an endeavour to overcome the problems in the 
future, the Board recommended "amalgamation of the separate 
and, we regret to say, conflicting and antagonistic branches 
of the Railway Department, namely construction and maintenance 
under the control of one Engineer-in-Chief/^ ^
Parkes' 1888 legislation implemented action 
seemingly in direct opposition to the recommendation of 
the Board of Inquiry. His action nominally widened the 
chasm between the two branches by placing them in entirely 
separate departments. He endeavoured to achieve co-operation 
by requiring all plans for station buildings to be submitted 
for approval to the three Railway Commissioners appointed 
under the 1888 legislation. This explains the appearance
Vof Commissioners' signatures on station plans from the 1890s.
In 1892, the Commissioners reported that "from the day the
Commissioners took office there has been complete harmony
(2 2 )with the Construction Branch". The degree to which the
Commissioners were "rubber stamps" is unknown. There is no 
evidence to indicate that they ever refused to approve a 
design for a particular building. From 1888 to 1905, the 
Commissioners made no change to the Existing Lines Branch.
(18) ibid., pp. 51 and 52.
(19) ibid., p. 30 .
(20) ibid.
(21) ibid., 
until
p. 28. The two Branches were not amalgamated 
1933 .
(22) Minute1 dated 4th February, 1892 , from Chief Commissioner 
Eddy et al., Railway Papers, 1892, State Rail Authority
Archives, p. 333.
The name of the Existing Lines Branch was changed
to the Permanent Way Branch at some time between 1905 and 
(2 3)1909 and probably after the appointment in April, 1907,
of T.R. Johnson, formerly Assistant Engineer-in-Chief of
Way and Works and Construction on the Great Northern
Railway (England), as the Chief-Commissioner^^. Apart
from the change in name, the Permanent Way Branch continued
without alteration until 1933. Changes to the Railway and
Tramway Construction Branch were more fundamental between
1888 and 1933 than merely a change in Branch title.
In 1904, the position of Engineer-in-Chief,
Construction, was abolished "in consequence of the stoppage
(25)of Railway extension works and Mr. Deane retired".
Whilst there is no evidence, it would seem that Deane may 
have been forcibly retired for some unknown reason. He 
had returned from an overseas trip in 1904 shortly before 
his retirement and it would appear strange that the 
Government would go to such an expense just prior to the 
retirement of the officer without the opportunity of passing 
on his first hand knowledge of overseas developments. 
Moreover, Deane at the time of his retirement was heavily 
involved in the construction of the new Sydney terminal.
Deane 'retired' sometime between March and
/ n r  \
September 1904. Whoever considered that construction
had finished must have changed his mind as the position of 
Chief Engineer, Railway and Tramway Construction, was 
created in September, 1904. The work of the Railway and 
Tramway Branch remained unaltered.
(23) Evidence of the change stems from the change of title
as shown between Government Gazettes dated 31st December, 
1905, and 17th June, 1909. The precise position is 
clouded. It is made more difficult by two references . 
in the 1888-92 Parliamentary Votes and Proceedings to 
the existence of the Permanent Way Branch in 1889. For 
example, see Report of Board appointed to consider the 
most efficient way to deal with the issue of stores to 
the Locomotive and Permanent Way Branches, dated 8th August, 
1889, Parliamentary and Other Papers 1888-1892, State Rail 
Authority Archives.
(24) Details from E. F. Vogel, History of New South Wales 
Railways, unpublished manuscript, undated, held in State 
Rail Authority Archives, p. 149.
(25) New South Wales Railway Budget, 7th October, 1906, p. 333.
(26) Based on statements in the 1904 Annual Report of the 
Department of Public Works.
il)
Eight years later, the Construction Branch 
incurred another change. In 1912, the Government established 
a separate Branch of the Public Works Department to undertake 
the planning and construction of the underground railway. 
Entitled the Metropolitan Railway Construction Branch, it 
was headed by a Chief Engineer named J.J.C. Bradfield.
Despite the wide scope indicated in the Branch name, its 
work was restricted to the extension of the suburban network 
from Central under the City. Other than the underground 
stations, the Railway and Tramway Construction Branch continued 
to approve designs for new structures both in Sydney and 
elsewhere. The Metropolitan Railway Construction Branch 
continued until 1936, though its name changed after 1930, 
when the Railway Commissioners retired Bradfield. In both 
1933 and 1936 the Branch was known as the "Construction 
Branch". (27)
After 1900, the Engineer-in-Chief, Railway and
Tramway Construction, submitted very few plans to the Railway
Commissioners. By 1915, the practice had stopped despite a
statutory obligation. On two known occasions, the signature
of the Director General of the Department of Public Works
appears on plans in addition to the Chief Engineer, Railway
(28)and Tramway Construction.
In July, 1915, the State Government entered into
an agreement with Norton Griffiths Co., in which the Company
guaranteed to underwrite and assist the State in the raising
of loans up to £10 million for construction of new lines.
Despite the Company undertaking simultaneous construction
of 11 lines and the possible erection of buildings on one of
those, the Construction Branch continued to produce plans 
(29)for buildings.
(27) Government Gazette No. 85, 28th June, 1927, p. 3232 
shows title as Metropolitan Railway Construction Branch.
No further reference is made until Government Gazette 
No. 97, 26th June, 1933, p. 2368 when it was changed to 
"Construction Branch". On this occasion, the staff in 
the Branch numbered about 100 with all but 10 working on 
the city railway; the remainder were working on the 
Clarence River bridge. There were no salaried officers 
and only 20 of the 100 on weekly rates, the rest working 
for hourly rates. The Government Gazette No. 104, 23rd 
June, 1936, p. 2623 makes the last reference to the 
existence of the "Construction Branch".
(28) The two occasions related to the extensions from Naweenda 
(now Wirrinya) to Forbes and From Denman to Merriwa.
Joseph Davis, Director General at the time, signed the 
plans on 12th October, 1915, for the Merriwa extension 
and on 13th October, 1915, for the Forbes extension. The 
Naweenda-Forbes plan is held in the private collection of 
Mr. R.T. Taaffe and the Denman-Merriwa plan is numbered 
3/4 in the office of the District Engineer, Newcastle.
(29) For details, see Department of Public Works, Annual Report 
to 30th June, 1917, Sydney, Government Printer11917,~p. 87
On 28th March, 1917, the agreement between the
State and Norton Griffiths was * determined'. ^ ^  ^ This
resulted in the cessation of work by the Company. Meanwhile,
with the passing of the Government Railways (Amendment) Act,
1916, the Governmenttransferred the Railway and Tramway
Construction Branch and the Metropolitan Railway Construction
Branches from the Department of Public Works to the
(31)Department of Railways as from 1st January, 1917.
At the same time, the Department of Railways also undertook 
the actual construction of all buildings. This was the first 
time in the history of station architecture that one 
organisation designed and constructed all buildings.
From 1917, the Department of Railways existed as 
an autonomous body in respect of both construction and 
maintenance activities. Three branches undertook the design 
of stations; these were the Railway & Tramway Construction 
Branch, the Metropolitan Railway Construction Branch and 
the Permanent Way Branch. At the time of the transfer of 
the two Construction Branches from the Department of Public 
Works, the signalling & Telegraph Branch of the Railways 
Department had developed a technique of using pre-cast 
concrete blocks for the construction of signal boxes.
Following initial experimentation and the subsequent adoption 
of standard designs in 1917 by the Chief Engineer, Railway 
and Tramway Construction, the Signalling and Telegraph 
Engineer in 1918, C. B. Byles, approved standard drawings 
for the use of pre-cast, concrete blocks for station buildings 
The involvement of the Signalling and Telegraph Engineer most 
probably arose from the manufacture of the blocks in the 
Signalling Branch Workshops until 1924, when a central 
concrete plant was established for all branches. Other than 
the 1918 involvement, approvals for the use of pre-fabricated 
blocks were made in the Construction Branch. However, the 
precise nature of the relationship between the Engineer- 
in-Chief in the Construction Branch and the Signalling and 
Telegraph Engineer is unknown.
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(30) ibid.
(31) Oral advice from R. Gibbons, Ministry of Transport, 
indicates Bradfield not transferred to July, 1917.
(32) See plan 182/7 in the office of the District Engineer, 
Newcastle.
Throughout the 1920s there were attempts to remove
the Railway and Tramway Construction Branch from the railways
administration. In 1922, D. M. Anderson, M.L.A., argued
that "it was never contemplated that they (i.e. railways
administration) should take control over the Construction
(33)Branch". a similar attempted split from the railways
was also involved in the 1929 decision to place construction
under the Treasurer's portfolio whilst no Minister was
(34)allocated the portfolio of Minister for Railways.
Notwithstanding the political desire to control construction,
including the design of buildings on new lines, the decision
making process remained with the Railways Department though
the Permanent Way Branch, formerly the Existing Lines Branch
( 3 5)created in 1876 , and the Construction Branch which was
transferred in 1917, remained separate from 1917 to 1933.
The depression of the early 1930s caused the
cessation of rail construction in the State. In view of
the absence of construction work, the Railway Construction and(36)the Permanent Way Branchesk were amalgamated on 1st June,
1933, to form the Way and Works Branch. The positions of
Engineer-in-Chief and Chief Engineer were abolished and
the duties combined to form one position of Chief Civil
Engineer. However, two officers currently held the title.
One of the new Chief Civil Engineers, A.C. Fewtrell, had been
a Commissioner of the ill-fated Transport Commission and with
its abolition he transferred back to his former speciality
(37)at a salary of £1,500. At the same time, the former
Engineer-in-Chief, R.L. Ranken, was also appointed Chief
(38)Civil Engineer on a salary of £1,750. As both men came
from the former Permanent Way Branch, it is difficult to
substantiate a division of functions based on new and existing
construction works. It can only be assumed that Ranken held(39)the position until his retirement sometime before 1936.
(33) New South Wales Parliamentary Debates, Second Session,
26th Parliament\ "Vol. 90, p. 3476. Anderson was wrong. 
Section 12 of the Government Railways (Amendment) Act,
1916, empowered the Commissioners to contruct railway lines.
(34) New South Wales Parliamentary Record 1824-1956, Vol. 1,
19th ed., Sydney, 1957, p. 308.
(35) Assumed as the date of the establishment of the position 
of Engineer for Existing Lines in 1876.
(36) The title of this Branch was changed to Permanent Way 
Branch between 1905 and 1909.
(37) New South Wales, Government Gazette No. 97, 26th June,
1933, p. 2321.
(38) ibid.
(39) No reference is made to him in the New South Wales, 
Government Gazette No. 104, 23rd June, 1936,p. 2623.
From 1933 until 1972, the Chief Civil Engineer gave
approvals for new station buildings. In 1972, the Government
abolished the statutory position of Commissioner for Railways
and in its place Parliament passed the Public Transport
Commission Bill which established the Public Transport
Commission of New South Wales. The Commission "initiated a
systematic restructuring of the whole organisation".^^
The Commission went on to say that "the programme centred
around the appointment of a number of Directors who will be
responsible to designated Commissioners and will control and
co-ordinate the functions of Branches which have been grouped
. . (41)into appropriate division". Amongst the various Directorates
was the position of Director of Engineering, under whose
control came the Way and Works Branch. However, the Director
of Engineering did not approve station plans. This function
remained with the Branch Head whose position was retitled
from Chief Civil Engineer to General Manager, Way and Works.
A Government of different persuasion legislated
for the abolition of the Public Transport Commission in 1980
and replaced it with the State Rail Authority. With this
change, the Authority abolished the system of Directorates
and renamed the position of General Manager, Way and Works,
back to its former title of Chief Civil Engineer.
In a small number of cases, the decision to
utilise a particular design has been made by people outside
the railways administration. In 1867, James Barnett, the
Colonial Architect, approved the design for the buildings
at the Mortuary Platform between the present Central and
(4 3 )Redfern and that formerly at Rookwood. In 1901, Barnett's
successor, W.L. Vernon, recommended to the Minister for
(44)Public Works a design for the third Sydney station.
"The general design of the new station building was the
(40) Public Transport Commission, Annual Report to 30th June, 
1973, Sydney, Government Printer, 1974, pi 9.
(41) ibid.
(42) The Directorate of Engineering was abolished in 1976 
though all the other Directorates remained in tact.
From 1976, the General Manager, Way and Works, reported 
directly to the Commission.
(43) P.L. Reynolds, Evolution of the Government Architect's 
Branch of the New South Wales Department of Public Works 
1 7 8 8-19TT1 PhiVD. thesis , University of New South Wales, 
1 9 7 2 ,  p. 2 9 3 .  The dates come from 1 8 87  Report of the 
Board of Inquiry into the Department of Public Works.
See also D.I. McDonald, "James Barnett - Colonial 
Architect 1865-1890", Journal of the Royal Australian 
Historical Society, Voli 5~5 Pt 2 , 196 9 , p. F3 8.
(44) Date from Sydney Morning Herald, 11th June, 1980, p. 8.
result of the deliberations of a special committee
consisting of Mr. H.C. Stanley (Engineer-in-Chief of
the Queensland Railways) , Mr. Noman (Engineer for
Existing Lines, Victorian Railways), Mr. Firth (Engineer-
in-Chief for Existing Lines, New South Wales) and Mr. Vernon
(Colonial Architect). The Board consulted with Mr. H. Deane,
Engineer-in-Chief for Railway Construction in this State,
regarding the general principles and details of the scheme
which he had prepared. This design was recommended to the
Minister for Public Works and approved by him, and also by
( 4 5 )the Railway Commissioners". This instance was the only
example in which Ministerial approval was involved in the 
design of a railway station building.
Despite the Rookwood, Mortuary Platform and the 
third Sydney buidlings not being the subject of approval by 
railway officials, the decisions were still taken within the 
administration of the Department of Public Works. However, 
in 1974, the approval for the introduction of a new design 
was made outside the public service sector. In 1973, the 
then State Planning Authority allocated funds for the design 
of a new station building on a new site at Mount Druitt.
The Authority employed, through Civil and Civic Pty. Ltd. , 
which acted as an intermediary, Edwards Madigan Torzillo 
Briggs, a firm of private architects, to design the new 
building. Whilst the then Public Transport Commission was 
shown the drawings of the plans, the approval for the use 
of the design was made by the private firm of architects. 
Since that time, the railways administration has employed 
private architects to undertake the design of a small 
number of stations which have been rebuilt (e.g., 
Wollstonecraft).
4.4 BIOGRAPHICAL NOTES ON DECISION TAKERS
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Set out in alphabetical order on the following 
pages are biographical notes on the men who approved of the 
use of particular designs at individual sites. These are 
the engineers who were in charge of the Railway (later
(45) New South Wales Railway Budget, 1st September, 1906, p.5.
(46) Mr. Robert Myer, Macarthur Development Board, indicated 
to S. Sharp on 8th April, 1981, that Hans Morelli of 
Edwards Madigan Torzillo Briggs was the approving 
officer.
Railway and Tramway) Construction Branch, the Metropolitan 
Railway Construction Branch and the Existing Lines Branch, 
all of which after 1936 were amalgamated into the Way and 
Works Branch. Notwithstanding the obligation in the 1888 
legislation to submit plans to the Railway Commissioners, 
it was the Engineer-in-Chief who made the recommendations 
for the application of a particular design. The dates of 
tenure of these officers are indicated in appendix two to 
this chapter.
In addition to the above, biographical notes are 
also provided for the Colonial Architects who designed the 
1867 Mortuary and Rookwood Cemetery buildings and the 1901 
Sydney railway station.
Appendix three to this chapter sets out the 
buildings each officer approved during his term of office.
A separate sheet is provide for each approving officer.
The sheets are in alphabetical order for each officer.
4.4.1 JAMES ANGUS
He was appointed in an acting capacity on 1st
October, 1890, and confirmed on 14th October, 1890. Prior
to coming to New South Wales, he had been in charge of the
permanent way works of two of the heaviest sections of the
London and North Western Railways. He resigned in 1891
(47)and returned to England.
4.4.2 JAMES BARNET
Born at Almertclose, Arbroath, Scotland, in 1827, 
Barnet ¿was educated at a local high school. He went to 
London in 1843 and was apprenticed to a builder. He studied 
drawing, design and architecture and arrived in Sydney in 
December, 1854. On arrival, he was engaged in building 
operations before becoming Clerk of Works at Sydney University. 
He entered the Colonial Architect's office in 1860 and became 
Colonial Architect in 1865. He held the office until 1890, 
when the Government Architect's Branch of the Department of 
Public Works was re-organised. He designed, amongst other 
buildings, the Sydney General Post Office and Colonial 
Secretary's Office and the Custon's House.
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(47) New South Wales Railway Budget, 7th October, 1905, p.334.
(48) N.B. Nairn, A .G. Serie and R.B. Ward, eds., Australian 
Dictionary of Biography, Vol. 3, 1851-90, Melbourne
Un i ve r s i ty Press, T961T, p. 100.
4.4.3 JOHN BRADFIELD
He was born on 26th December, 1867, at Sandgate,
Queensland and was educated at North Ipswich State School
and the Ipswich Grammar School. Fie passed the Sydney
senior public examination in 1885, gaining the medal
for chemistry and was dux of his school. In 1889 he
matriculated from Sydney University with a Bachelor of
Engineering degree and worked as draftsman under the Chief
Engineer, Railways, in Brisbane. He received a Master of
Engineering degree with first class honours and the
University Medal in 1896. In 1912, he was appointed in
charge of metropolitan (Sydney) railway construction and
in 1913 his title was changed to Chief Engineer for
Metropolitan Railway Construction. He undertook overseas
a trip in 1914 to investigate new approaches to metropolitan
railway construction and went overseas again in 1922 to
inquire into tenders for a cantilevered bridge over Sydney
Harbour. In 1924, he received Doctorate of Science in
Engineering from the University of Sydney and in February,
1930, he was curtly retired by the Railway Commissioners.
However, State Cabinet preserved his status in the Department
(49)of Public Works and his salary of <f,3,000.
4.4.4 JOSEPH BRADY
No details are known.
4.4.5 RON CHRISTIE
Ron Christie has had extensive experience in 
both Head Office and country areas. In 1966, he was 
Division Engineer, Narrabri, moving a year later to a 
similar position at Tamworth and again in 1968 to South 
Grafton.
Mr. Christie moved to Flead Office in 1970 and 
became Division Engineer, Metropolitan. He subsequently 
became Project Manager, Port Waratah, and was appointed 
General Manager in 1976.
In 1979 he was appointed Chief General Manager, 
Operations, and in 1980 Deputy Chief Executive of the 
State Rail Authority.
(49) B. Nairn, G. Serle (eds.), Australian Dictionary of 
Biography, Vol. 7, Melbourne Press, 1979, pp.381 & 382.
(50) Oral advice supplied by a senior officer of State 
Rail Authority to S. Sharp on 22nd May, 1981.
4.4.6 GEORGE COWDERY (Senr.)
rBorn inPortsmouthq he was engaged with the 
construction of the Chester to Holyhead line and worked 
on the Oxford, Worcester and Wolverhampton railway. At 
23 years of age, he entered the service of Sir Morton Peto, 
for whom he carried out work on several railway lines.
He was engaged on the survey of the Melbourne and Mount 
Alexander railway and came to Sydney in 1858 and entered 
Government service in 1862 , being appointed District 
Engineer on the Picton-Moss Vale section. In 1867, he 
transferred to Lithgow and supervised the railway from 
Clarence Tunnel to Rydal. He was appointed Engineer in 
charge of existing lines and held office until he retired 
in 1890 at 60 years of a g e . ^ ^
4.4.7 HENRY DEANE
Born in London in 1847, Deane was educated in
Arts at Queen’s College, Galway, Ireland, and obtained a
Bachelor of Arts degree with honours in mathematics and
natural science. The degree of Master of Arts was later
conferred upon him. In 1867, he entered the office of
John Fowler and worked on the East Hungarian Railway until
1875, then returned to England. He arrived in Sydney in
January, 1880, and was appointed by Whitton as a railway
surveyor. He was appointed District Engineer in 1881. He
returned to Head Office in 1885 ir^charge of survey office
and in 1889 was appointed Acting Engineer in Chief for
Railway Construction when Whitton went on/leave. In 1890
it became evident that Whitton would not be able to resume
duty on account of failing health and Deane was confirmed
in the position. In 1904, nominally in consequence of the
stoppage of railway extension works, the position was abolished
(52)and Deane retired on a pension. He was a member of the
Institute of Civil Engineers from 1874 and from 1896 to 1899 
was the first Member of Council of that Institution for 
Australia. He was sent abroad in 1894 and in 1904 to 
report on latest engineering developments. He particularly 
examined methods of building cheaper railways and in 1906 
became a private Consulting Engineer. He died in Melbourne 
on 12th March, 1924 . ^ ^
(51) New South Wales Railway Budget, 7th October, 1905, p. 334.
(52) New South Wales Railway Budget, 7th October, 1905, p. 333.
(53) H . Deane, The Wolgan Valley Railway - its Construction,
An addire ss read by the Sydney University Engineering 
Society on 21st September, 1910, published by Australian 
Railway Historical Society, Sydney, 19/9, pp. 26 & 27.
4.4.8 ALBERT FEWTRELL
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He was born on 12tn March, 1885, and commenced
duty on 1st April, 1908, as a Draftsman. He was appointed
Assistant: Resident engineer, Goulburn in 1911, Resident
Engineer in 1913, Divisional Engineer in 1920, Supervising
Engineer in 1926 and Transport Commissioner on 23rd March,
1932. He acted as Chief Assistant engineer in absence of
Rooert Rankin overseas and was appointed Chief Civil Engineer
which replaced the two positions of £ngineer-m-Chief,
Existing Lines and Chief Engineer, C o n s t r u c t i o n ; o n
2nd October, i93y. He commenced indefinite military leave,
resuming duties on 22nd November, i94j . He achieved the
rank of major General and held the Distinguished Service
Order and Efficiency Decoration. he served in both First
(55)ana Second World Wars and died 16th October, 1950.
4.4 . y THuMAS FIRTH
Born in Yorksnire, England, in 1932, he worked 
with Peto, Brassey and Betts in France and came to wew 
bouth Wales with the Company. He accepted a position in 
1863 with the Construction Branch as District Engineer 
and in 1890 was appointed Chief Assistant Engineer of the 
Railway Construction Brancn and in i895, at the desire of 
the Railway Commissioners, was transferred to the Existing 
Lines Branch as Engineer-in-Chief. He retired in March,
1903 , and died in July, 1 9 0 3 . ^ ^
4.4.1° WILLIAM FOXLEE
. Prior to nis arrival in Sydney, Foxlee occupied 
several positions on tne London and Nortn Western Railway 
in England. His first appointment was Deputy Engineer and 
was appointed Engineer-in-Chief for Existing Lines upon the 
retirement of James Angus. He resigned in 1895 and returned 
to England.
(54) Statf Card, held in Archives Section, State Rail 
Authority.
^55) For details of military service, see A.H. Chisholm,
Who's Wno in Australia, Melbourne, Herald and Weekly 
Times, 19^7, p . 3il.
New South Wales Railway Budget, 7th October, 1905, p. 335.[56]
(57) New South Wales Railway Budget, 7th October, 1905, p. 334.
4.4.11 FRANK FRANKLYN
Frank Franklyn joined the Way and Works Branch 
as a Cadet Engineer in 1929. He saw service in country 
and metropolitan areas. He was associated with the 
construction of the Sandy Hollow line, the Circular Quay 
station and the Eastern Suburbs Railway. He was also 
Maintenance Engineer, Dubbo, and Division Engineer, Bathurst 
and Sydenham.
Commissioner for Railways to promote commercial development 
of railway land and to co-ordinate air space development
4.4.12 JAMES FRASER
Born at Braidwood in 1861, he was educated at
Sydney Grammar School and appointed a cadet in the Railway
Construction Branch in 1878. After four years of survey
work, he was appointed Assistant Engineer and transferred
in July, 1889, to the Existing Lines Branch and in 1890
was appointed District Engineer at Goulburn. In 1892 he
transferred to Head Office as Chief Assistant Engineer for
Maintenance Works and in 1895 acted for six months as
Engineer-in-Chief pending the appointment of Thomas Firth
(59)to the position. When Firth was compelled to apply for
extended leave due to failing health, James Fraser again 
acted as Engineer-in-Chief and was appointed in March, 1 9 0 3 . ^ ^  
He was a member of the Institute of Civil Engineers and 
became the first Australian born engineer to have charge 
of the railways in New South Wales and was the only 
Engineer-in-Chief to be appointed to the top position in 
the entire railway administration. ;
4.4.13 ROSS GORDON
(58) Public Transport Commission, Transport News, Vol. 4,
No. 7, November/December, 19 76 , p. 6.
(59) New South Wales Railway Budget, 7th October, 1905, p. 335.
(60) New South Wales Railway and Tramw ay Budget, 1st May, 1914, 
p. 265 . See also The Staff, 23rcl January, 1925 , p. 4.
In 1962 , he was seconded to the staff of the
, 4, .  ^ (58)and other projects.
Ross Gordon joined theDepartment of Railways in
1934 as a Trainee Civil Engineer and had service in the 
design, maintenance, construction and survey sections in
(61) E.R. Gordon became a Commissioner of the Public Transport 
Commission in 1974 but the Chief Commissioner and Deputy 
Chief Commissioner were senior to him.
On return from war s e r v i c e  in 1946 , he was 
appointed A ss is ta n t  Resident Engineer on the Hawkesbury 
R iver  and Meadowbank Bridge p r o j e c t s .  In 1951, he 
became D iv is ion  Engineer, Du’obo. He l a t e r  became D iv is ion  
Engineer at Sydenham andjGoulburn. He was an Assoc ia te  o f  
o f  Sydney Techn ica l  C o l le g e .
In 1966 he was appointed A ss is tan t  Ch ie f  C i v i l  
Engineer, Maintenance, Deputy C h ie f  C i v i l  Engineer and 
General Manager, Way and Works Branch in 1968. In 1974,
he was appointed a Commissioner o f  the then Pub l ic  Transport
„  • . (62)Commission.
4.4.14 WILLIAM HUTCHINSON
Born in j lre land, he landed in A u s t r a l i a  with h is  
parents at the age o f  10 years and was educated at Melbourne 
Grammar School and graduated in eng ineer ing  from Melbourne 
U n iv e r s i t y .  He served three years in the V ic to r ia n  Railways 
on survey and construct ion  work and in 1880 entered  New 
South Wales Government s e r v i c e .  He had charge o f  the 
construct ion  o f  many sec t ions  o f  l in e s  and was a "good 
churchman and a member o f  the Anglican Synod"1 ^ ¿ e  was 
a lso  a member o f  the In s t i t u t e  o f  C i v i l  Engineers.
4.4.15 ROBERT KENDALL
Kendall  was born in Sydney on 10th January, 1858, 
and s ta r t ed  with A t la s  Engineer ing Works. He en tered  the 
E x is t in g  L ines Department as a Draftsman in 1881 and was 
appointed A ss is ta n t  Engineer in 1885, Resident Engineer in 
1886 , C ] i ie f  Draftsman in 1890 , Superv is ing  Engineer in 1903 
and Ch ie f  A ss is ta n t  Engineer in 1912. He supervised the 
e r e c t io n  o f  E ve le igh  locomotive works and dev ia t ion s  at  
Zig Zag, Glenbrcok and between W a te r fa l l  and O t ford .  He 
r e t i r e d  on 1st December, 1922, w ith leave  o f  absence on 
f u l l  pay to  6th A p r i l ,  1922, and d ied  at age 65 years in 
December, 1923, at  K i l l a r a .
20
(62) Ra i lway T ra n sp o r ta t ion , V o l . 23 No. 8, September, 1974, 
p .~ l2  .
(63) The S t a f f , 20th February, 1925, p. 104.
(64) The S t a f f , 24th January, 1924, p. 41, and K en d a l l 's  
s t a f f  card he ld  in Arch ives  Sec t ion ,  S tate  R a i l  
A u th o r i t y .
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4.4.16 MATS
No details are known.
4 . 4.17 WILLIAM MASON
Mason was one of four Assistant Engineers 
selected by Whitton in England. He arrived in New South 
Wales on 16th January, 1857, and was appointed Chief 
Assistant Engineer. In Whitton's absence abroad in 1867, 
Mason was appointed Acting Engineer. He was the first 
Engineer to occupy the position in charge of existing lines, 
following the split with new construction works in 1876.
He was a member of the Institution of Civil Engineers 
and resigned on 14th March, 1881, owing to some mis­
understanding in connection with an allegedly promised 
extended leave of absence.
4.4.18 DOUG NEIL
Doug Neil has worked in the country and Head 
Office in the Way and Works Branch. In 1968 he was 
Division Engineer, Metropolitan, being made Inspecting 
Engineer one year later.
In 1972, Mr. Neil was Special Assistant, Way 
and Works Maintenance, and in 1973 was promoted to 
Supervising Engineer, Construction. He held other senior 
positions before becoming General Manager, Way and Works 
Branch in 1979 and Chief Civil Engineer in 1980, when the 
position was retitled following the formation of the 
State Rail Authority.
4.4.19* CHARLES PARKER
Charles Parker commenced duty in 1923 as a shop 
boy in the Civic Workshops at Newcastle. He later became 
a cadet draftsman in the office of the District Engineer 
in Newcastle and studied at Newcastle and later at Sydney 
Technical College, where he became an Associate (ASTC).
He held a number of positions both in the country, 
such as District Engineer at Goulburn, and in Head Office, 
where he became Plant Engineer, Supervising Engineer 
(Mechanical), Assistant and later Deputy Chief Civil 
Engineer.
(65) New South Wales Railway Budget, 7th October, 1905, p. 333.
(66) Oral advice supplied by senior officer of State Rail 
Authority to S. Sharp on 22nd May, 1981.
Mr. Parker retired in 1973, having completed
(6 7 )50 years service in the Way and Works Branch. ;
4.4.20 REGINALD PENNEFATHER
Born 25th July, 1887, and appointed surveyor 
in 1914, Pennefather was appointed Resident Engineer in 
1925 and held various engineering positions until 1946 
when he was appointed Acting Assistant Chief Civil Engineer 
(Maintenance). In 1948 he was Supervising Engineer and 
Deputy Chief Civil Engineer in 1950 . ^ ^
4.4.21 WILLIAM RANDLE
Randle was the son of a railway contractor. He 
arrived in the Colony in July, 1852, with James Wallace 
from England with the object of being associated with him 
in the construction of railways. His previous railway 
experience was 12 years and he carried out works near 
Sydney Terminus. He completed the construction of the 
Sydney-Parramatta line and on 8th November, 1855, also 
secured the contract for the construction of the line from 
Parramatta Junction to Liverpool, exclusive of station 
buildings. He made an offer to run the railway for
(7012 months from 26th September, 1855, and this was accepted.
4.4.22 ROBERT RANKEN
Ranken joined the railways in June, 1889, as
a draftsman in the Existing Lines Branch. In 1914, he
was appointed Chief Assistant to the Engineer-in-Chief.
He campaigned for improved conditions for returned soldiers.
He was a life member of the Institution of Civil Engineers
and was a "great athlete, representing New South Wales in
(71)the eight oar rowing contests".
(67) Oral information supplied by Mr. Parker to S. Sharp 
on 25th May, 1981. Se also The Railwayman, voi. 7 
No. 6, 11th December, 1966.
(68) Staff Card, held in Archives Section, State Rail 
Authority.
(69) Joseph Brady, Resident Engineer, approved the plan for 
Fairfield in 1856. He was appointed in August, 1856, 
in a temporary capacity until Whitton’s arrival in 
December, 1856.
(70) New South Wales Railway Budget, 7th October, 1905, p. 331.
(71) New South Wales Railway and Tramway Magazine, 1st 
J une ] 19 2 2 , p . 26.
4.4.23 F . W . SHIELDS
9 9
He was born on 8th October, 1820, at Kilbeg.
In 1837 he was articled to Charles Vigneroles, President
of the Institution of Civil Engineers and came to Sydney
in 1843 and was appointed City Surveyor. He was appointed
engineer to Sydney Railway Company on 9th January, 1849,
and surveyed lines to Parramatta and Liverpool. Towards
the end of 1850, the Company, being in financial difficulties,
reduced the salaries of its officers as from 1st January,
1851, but Shields refused to submit to the reduction and
resigned his appointment. He returned to England and
(72)died at the age of 85 years.
4.4.24 WALTER SHELLSHEAR
Trained in mathematics at King’s College, London,
Shellshear worked for Robert Napier & Son and Dubs & Co.,
both of Glasgow. He went to Engineering School at Glasgow
University, securing the Certificate of Proficiency in
engineering science and second prize in engineering. Hewaswent to London and/engaged by George Buckly to design
/
works for the Great Indian Peninsula and the Natal
Government Railways. He came to New South Wales in 1879
and commenced duties in 1880 as draftsman in the Department
of Roads and Bridges. In 1882 he joined the Existing Lines
Branch and became Resident and later District Engineer. He
(73)was a member of the Institution of Civil Engineers.
4.4.25 WALTER VERNON
Vernon came to Australia in 1883 and entered 
partnership with W.W. Wardell, previously Government Architect 
of Victoria. After five years service, he was induced by 
the Minister for Works to join the Public Service. He was 
a member of the Royal Institute of British Architects and 
at the time of his retirement, he had held the position of 
New South Wales Government Architect for about 20 years.
His influence was towards "good sound building and truthful
(74)expression in ornamentation". Vernon argued for more 
rationality in planning, soundness in construction and beauty 
in appearance. When he retired from part-time military work, 
he was a Lieutenant Colonel in the New South Wales lancers.
He died in early 1914.
(72) New South Wales Railway Budget, 1st June, 1905, p. 235.
(73) New South Wales Railway Budget, 7th October, 1905, p. 336
(74) Technical Education Branch of Department of Public 
Instruction, Technical Gazette of New South Wales,
Voi. 4 Part 2, Second Term, T5T4, pp. 17-21.
M
4.4.26 NORMAN VOGAN
Born on 23rd October, 1901, in Sydney, Vogan was
educated at Sydney Church of England Grammar School. He
joined the New South Wales railways in 1924 as a Draftsman
after graduating with a Civil Engineering degree from
Sydney University. In 1930 he was appointed Section
Engineer at Coffs Harbour and in 1939 he held the position
of Resident Engineer, Bethungra, for duplication works.
He subsequently occupied the positions of Maintenance
Engineer, Wagga Wagga, and Assistant Programme Engineer
before being appointed Technical Assistant to the Chief
Civil Engineer in 1949. In 1952 he became Assistant Chief
Civil Engineer, Construction. He was responsible for the
planning and construction of Circular Quay station and the
( 7 5 )completion of the City loop, amongst other works.
4.4.2 7 JAMES WALLACE
Wallace arrived in Sydney on 9th July, 1852.
He recommended the terminus in the Cleveland Paddock and
not Haymarket and recommended a link to Darling Harbour.
He advocated the use of Barlow type of rail but this proved
unsatisfactory. He also held position of Consulting
engineer to the Hunter River Railway Company. He retired on
( n  f  \25th February, 1956, and returned to England.
4.4.28 JOHN WHITTON
Whitton arrived in Sydney in December, 1856, 
at 35 years of age. He formerly worked under John Fowler 
and was Engineer to the Worcester, Oxford and Wolverhampton 
Railway and also for the Manchester, Sheffield and
Lincoln lines. He was elected a member of the Institution
. ( 7 7 )of Civil Engineers m  May, 1854. He stressed quality
in capital works construction, as exemplified in his
(78)opposition to light, horse drawn railways. ' However,
(75) The Railwayman, Vol. 7 No. 6, 11th December, 1966.
See also J.S. Legge, Who's Who in Australia, Melbourne, 
Herald and Weekly Times, 1*9 6~8, "pi 86"4i
(76) New South Wales Railway Budget, 1st June, 1905, p. 235.
(77) J. Marshall, A Biographical Dictionary of Railway 
Engineers, London, David and Charles, 19 7 8", ~p. 2 37.
(78) B. G. Smith, John Whitton, unpublished, B.Comm.
Honours thesis, University of New South Wales, 1974, 
p . 29 .
he was willing to capitulate to some degree. For example, 
in 1870 he reported that economies could be achieved by
cheaper
us ing^station buildings. Under his supervision, the rail
system expanded from 22 route miles in 1856 to over 2,000
route miles in 1890. He was a controversial officer and
he "never courted popularity and the stern justice of his
decisions may have given offence to some persons, but he
was a great favourite with all who acted with, or under
( 79)him". In 1884 a royal commission into railway bridges
exonerated him of charges of faulty design and of using 
inferior materials.  ^ He remained in office until 30th 
May, 1890, when he retired, though for the last year he was 
on extended sick leave. He died at Mittagong on 20th 
February, 1 8 9 8 . ^ ^
4.4.29 FRANCIS WICKHAM
The son of a railwayman, his father was the
Accountant in the New South Wales railways between 1875 
and 1892. He was born and educated at Parramatta and 
entered service as a cadet in 1879. He did much of the 
"rough" work in connection with surveys. In 1892, he 
commenced construction work in the Lismore district and, 
from that time, built many branches. He was appointed 
Inspecting Engineer in 1914 and held that position until 
1925 . (82)
4.5 SUMMARY
Decision Making has been centralised in head office
senior branch engineers. Although they have only on a few 
instances made delegations to their Head Office deputies, 
many people have been involved in the process, including 
draftsmen, tracers, checkers, supervisors and architects 
and engineers at various organisational levels. For the 
entire 125 year period, engineers have dominated architects.
(79) New South Wales Railway Budget, 7th October, 1905, p. 332.
(80) C.C. Singleton, "John Whitton", in N.B. Nairn et al, 
Australian Dictionary of Biography, Voi. 6, 1851-1890, 
Melbourne University Press, 1976, p. 393.
New South Wales Railway Budget, 7th October, 1905, p. 333.(81)
(82) The Staff, 20th March, 1925, p. 104.
Architects have been involved in the decision making 
process but they have never made any decisions about the 
utilisation of designs.
Other than Whitton, Angus and Bradfield, all 
other engineers have worked for either the Department 
of Public Works or the Department of Railways for many 
years before reaching the most senior position in their 
branch. Many worked for their entire careers in these 
branches. Despite their responsibilities for the utilisation 
of specific designs of station buildings, there is no 
evidence to indicate whether or not these senior branch 
engineers were responsible for the development of those 
designs. Moreover, there is no evidence to verity the 
officer responsible for any design over the 125 year period.
Whilst it would be erroneous to argue that the 
formulation of any particular design has been the work of 
the engineer in charge at the time of the emergence of a 
new design, they have been responsible for the timing of 
the introduction of new designs. It is probable that, 
with different people making the decisions, different 
designs would not have been introduced because the 
environmental circumstances would not have differed.
APPENDIX ONE
LIST OF DELEGATIONS
\
Source : Appendix Nine to Chapter Three
A P P E N D IX  ONE 2 8
DELEGATIONS.
S *fc a t  l  on  * O f f i c e r  i n  C h a r g e  » D e l e g a t e d  O f f i c e r ,
A r d i v i  l i e A l b e r t  P e w t r e l l .....................B
Brund  ah H e n r y  D eane C . D , B u r g e
B u r r e n ti n ii ii
B u rw ood  N os  4/5 • R o b e r t  R an k en MBK
C u h a r o o H e n r y  D eane C . D . B u r g e
G l o u c e s t e r ( 2 ) W . H u t c h i n s o n P . S m a l l
G r e e n t h o r p e it C . D . B u r g e
G r e n f e l l ii it
H i g h  S t r e e t OHBO R . K e n d a l l J . M .
M o r t d a l e OHBO R .R a n k e n R . L . B ,
S t o k e r 3 W . H u t c h i n s o n V/ . R o t  hw e l l
S p r i n g w o o d G . C o w d e r y P . A v e r y
S t r a t h f i e l d PO R . R an k en M . B . K .
W i l l h r i g g i e 0 ) R o b e r t  K e n d a l l James Pras<
it ( 2 ) ti ti ii ti
APPENDIX TWO
CHRONOLOGICAL LIST OF OFFICERS WHO HAVE 
BEEN RESPONSIBLE FOR DECISIONS ABOUT 
RAILWAY STATION ARCHITECTURE
Source: Various official records of the
State Rail Authority of New South 
Wales and other material referred 
to in chapter four.
F. Shields, 
o . R . C .
9,1.1349 to 
Oct., 1851
ABBREVIATIONS
Act Acting
Btn Be tween
C.C.E. Chief Civil Engineer
D.O.R. Department of Railways
E-I-C Enginee r-in-Chie f
E.L. Existing Lines
Eng, Engineer
G • l ! . f < i  • vY • General Manager,
'//ay and .Yorks Branch
P.T.C. Public Transport Comwj.ssion
P.G.D, Public ’Vorks’ Denartment
R. C. R a j. 1 w ay C 0 m rt i s s i 0 n e r / s
Resident
Sydne y Ra i1way Comp:m y
G. Cowdery 
Eng. E.L. 
R.O.
15.3.1881 to
30.9.1890
H. Deane 
S-I-C 
P.R.D.
I. 6.1890 to 
1905
APPENDIX TWO
A CHRONOLOGICAL LIST OR ORFICERS
V/HÖ Have been reSponsibijE FOR
DECISIONS ABOUT RAILWAY" 
7 ’n r r w v n  7 m rsrc r
1PD"WTÖN
•1. Angus
Eng. E.L.
R.O.
1 .1 0 . 1 8 9 1 to
30.9.1891
7/. Roxlee 
E-I-C E.L. 
R.C.
1.10.1891 to 
189 5
J. Eraser 
E—I— C E.L. 
R.C.
17.3.1903 to 
3.11.1914
R.Kendall 
E-I-C E.L. 
R.C.
1914 to
1.12.1922
R. Ranken R. Ranken
••
w0iHi C.C.E.
R.C. D.O.R.
2.18.1922 to 22.3.1932 to
21.3.19-32 -------r---- - - btn 1933-36
A. Pewtrel] R. Pennefather0.0.E. C.C.E.
D.O.R. 0.0 R
2 9.1 2 . 1 9 3 2 to 5.2 . 1 9 5 2 to
16.10.1950 3 1 .1 2 . 1 9 5 2
N. Vogan
C. C.E.
D. O.R.
1.1.1953 to
21.10.1965
vY. Hutchinson P. ‘.VickhamChief Eng. Chief Eng.• P. V7.D, P..V.D.1912 to 1 9 2 5 to192 5 1932
V/. Hutchinson 
Chief Eng,
P../. D.
1906 to1912
J. Bradfield
Chief Eng.
Metropolitan
Ra i1 Construefci on,
P.7/.D.
1912 t o  I93O
N. Vogan
C. C.E.
D. 0. R .
1,1.1953 to 
>1.10.1965
C. Parker R. Gordon F. Frank],yn R.Christie D.Neil
C.C.E. Cl M  'rlU » «> j i . % «* • G.M.,W.W. G.M. , V.W. a 7».t% i t  _  •  j * « .  !  .  • »
D.O.R. P.T.C. P.T.C. P.T.C. P.T.C.
24.10.1966 to — 25.7.3973 to — - 18.6,1974 'to 28.9 .1979 to 6.11.79to
24.7.1973 13.6.1974 27.9.1976 6 .8 .1979 31.12.80
\
NOTES
i Deane’s position was retitled in 1899 from Engineer-in-Chief,
Railway Construction, to Engineer-in-Chief, Railway and 
Tramway Construetion.
ii Walter . Shellshear was Acting Engineer-in-Chief, Existing 
Lines in 1910/11.
i n Whilst the Existing Lines Branch was renamed Permanent 
Way Branch in, probably, 1907, the head of that Branch- 
retained the title of Engineer-in-Chief, Existing Lines.
iv From 1930 until between 1933 and 1936, there was no head of
the Metropolitan Railway Construction Branch.
v The Department of Railways was abolished and replaced 
by the Public Transport Commission of New South Wales 
on the 20th October, 1972.
vi On the 1st July 1980, the Public Transport Commission was 
abolished and replaced by the State Rail Authority of
New South 'Wales. The position of General Manager, Way 
and Works, was ^etitlea Chief Civil Engineer - the title 
used between 1932 and 1972.
APPENDIX THREE
LIST OF STATION BUILDING APPROVALS 
INDEXED BY NAME OF APPROVING OFFICER
Source : Appendix Nine to Chapter Three
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NAME OF APPROVING OFFICER: James Angus.
STATION DATE
Adams town No .2 27-11-1890
Bowral N o .2 (3 ) 14-11-1889
Broad meadow NOs1/2 06-11-1887
Cam pbelltown tí o r\3 20-06-1890
G a ritó n Nos 1/2 16-05-1890
h Nos3 /4 (1 )  16-5-1890
C laren ce N o .2 27-T2-1 891
Gosf ord No.1 (2 ) 24-10-1889
Katoomba (3 ) 08- 0 1 - 1 8 9 1
MacDonaldtown BO 29-06-1891
Moss Y ale (2 ) 16-08-1890
Newtown (10) 29-06-1391
P e n r i th N o .1 /2 16-12-1888
Summer H i l l B0 29-06-1891
W ar a t  ah N o .1 (1 ) 29-06-1891
h N o.2 (2 ) I I
Ya r r a (2 ) 27-02-1891
TYPE NO.
5
4
5 
5
(v i )
5
10
8
3
11
4 ( i )  
20
5
11
3
10
NAME OF APPROVING OFFICER: ,J ames Barnett
STATION DATE TYPE NO.
C e m e t e r y  S t a t i o n  N o * 1 1 8 6 ? 2
R e g e n t  S t r e e t 1 8 6 7 2
NAME OF APPROVING OFFICER: „------------------------- W.Beaver,
(Acting Chief Civil Engineer,) 
STATION DATE TYPE NO.
Coniston No.1 & 2 13-02-1941 14
Corobimilla (3) 27-03-1941 8
Cringila (2) 04-06-1940 14
Dunheved 23-01-1942 14
Gerringong (2) 09-12-1941 14
Illàbo No1 & 2 09-03-1942 14
Heightonfield Nos1&2 29-09-1941 14
Mar inn a No. 1 28-07-1942 14
Menindee (2) 26-08-1941 14
Merrylands No. 1 07-02-1940 14
» No.2 H 14
Minnamurra (1) 12-07-1943 8
Mullumbimby (4) 27-11-1940 14
Nambucca Heads (2) 18-05-1943 14
Ropes. Creek 09-12-1941 14
Rutherford Og-12-1941 14
St .Marys No.1/2 05-08-1942 14
Seven Hills Nos1-4 08-11-1943 14
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NAME OF APPROVING OFFICER: Francis Bell
STATION DATE TYPE NO.
C i v i c (1) 1 3 - 0 1 - 1 8 5 7 5
tl
(2) 1 3 - 0 8 - 1 8 5 7 19
NAME OF APPROVING OFFICER: J.Bnadfield
STATION DATE TYPE NO.
Museum 21
St.James 21
Town Hall 21
Wynyard 21
NAME OF APPROVING OFFICER: Joseph Brady.
STATION DATE TYPE NO.
Fairfield No.2 d  856 1 a)
sa
N A M E  O F  A P P R O V I N G .9_Fi.ICER.: E . G-. B u t c h e r .
( A c t i n g  C h i e f  C i v i l E n g i n e e r . )
S T A T I O N D A T E  T Y P E  NO.
Caragahal (2) 0 1 - 1 1 - 1 9 3 4  1 9
NAME OF APPROVING OFFICER: Ron Christie
STATION DATE TYPE NO
Cheltenham Nos1&2 21-02-1978 16
Normanhurst Nos1&2 i t i i
Wollstonecraft " " i i i t
George Cowdery
iu
NAME OF APPROVING OFFICER:
STATION DATE TYPE NO.
Auburn No.1 23-12-1886 4 (ii )
Blackheath (4) 07-08-1889 10
Blae kt own Mo.3(2) 07-05-1883 4 (i)
Blayney 01-07-1889 3
Coctamundra No.1(2) 14-03-1887 6
Emu Plains No,2(2) 20-01-1882 1 (iii)
Gosford No , 1(1) 26-09-1889 . 5
Harden (3) 04-04-1884 4 (i)
Junee (2) 21-02-1883 6
ii (3) 13-04-1883 6
Morpeth (3) 23-08-1888 4 (ii)
Nyngan (2) 07-01-1885 5
Petersham No. 1 07-08-1885 6
Richmond (2) 13-09-1881 4 (i)
Riverstone (2) 07-08-1889 4 (iv)
St .Marys No 3/4 27-05-1887 4 (vii)
Wellington (2) 21-07-1885 4 (iii )
Werris Creek (1 ) & (2) 22-10-1883 6
Windsor (2.) 09-02-1883 4 (i)
NAME OF APPROVING OFFICER: Henry Deane.
STATION DATE TYPE NO
Billinudgel 0) 30-07-1895 8
Burringbar (2) it 8
Dunbible it 8
Finley 01-02-1898 18 (i)
Forbes 28-02-1893 5
Gunningbland 21-08-1896 8
Merah North 03-Ó2-1903 8
Milsons Point 0) 1892 21
Nelungaloo 21-08-1896 8
Parke s 0) 28-02-1893 5
St # Leonards No.2(1) 04-04-1893 8
Stockinbingal No * 1 10-05-1892 8
Temora 0) I 5
W arren 0) 15-09-1892 18 (i)
Waverton No. 1 ( 1 ) 15-09-1892 12
I No.2(2) I 12
It OHBO I 20
NAME OF APPROVING OFFICER: Albert Fewtrell.
42
STATION DATE TYPE
Archville 31-08-1936 8
Bankstown 2 8-0 9 - 1 9 4 8 20
Billinudgel 23-06-1938 19
Blandford 09-02-1949 14
Broadmeadow 05-10-1934 20
Burringbar (4) '19-08-1937 7
Captains Flat 09-06-1939 14
Carr am ar (2) 12-08-1938 21
Circular Quay 0 ) 11-08-1937 21
Civic No.2(7) 05-07-1937 14
Cockle Creek No.1(4) 30-04-1948 14
ti No.2(5) II 14
^oncord West 23-06-1944 14
Condobolin (2) 29-08-1935 12
Cougal 29-01-1934 8
Benistone Nos1&2 07-10-1937 14
n 0HB0 1937 20
Boonside Nos1&2 25-02-1944 14
Bulwich Hill (2) 26-07-1.935 14
Bungog (2) 08-08-1944 14
E astwood Nos1&2 17-01-1938 14
Granville Nos 1-4 01-09-1950 14
0HB0 24-08-1951 20
Guildford No.2(3) 20-12-1937 8
Gurley (1) 11-04-1944 12
Kankool 04-03-1938 8
Kyogle (2) 09-10-1945 14
Leeton (2) 13-07-1945 14
Maitland Corner BO 08-04-1948 14
Menangle Park Nos1&2 11-05-1937 10 &
Merriwa (2) 19-05-1948 14
22-02-1937 14Miranda
NAME OF APPROVING OFFICER: Albert Pcwtrell. (2)
STATION D A T E T Y P E NO.
Mingaletta (2 ) 23-06-1938 8
Morisset No.2(2) 20- 10- 1 937 14
Mount Druitt No. 25-02-1944 14
Narromine (2 ) 29-02-1946 14
N owr a (2 ) 18-04-1945 14
Pennant Hills N o .1(2) 04-03-1935 12
Quakers Hill (3) 27-04-1939 14
Rhodes No.1(4) 02-06-1944 14
Sutherland 30-05-1939 20
Towradgi No.(4) 13-05-1948 15 (ii)
H No.2(5) II 15 (ii)
II N o .1(6 ) 1 3-10-1949 19
II No.2(7) II 19
II No .1(8) 29-09-1950 19
II No.2(9) II 19
W ai t ar a (3) 06-02-1946 19
Waver ton No.2(4) 14-05-1948 7
Wiley Park No.1&2 07-02-1938 14
ii OHBO « 03-06-1938 20
Wingham (2 ) 16-10-1946 14
Wyong No.3(4) 21-03-1949 14
NAME OF APPROVING OFFICER: Thomas Firth
STATION 
Adamstown 
Ashfield 
Belford 
Belmore 
Blaxland 
Byron Bay 
Campsie 
Canterbury 
Chatswood 
Concord West 
Crabbes Creek 
Douglas Park • 
Dulwich Hill 
Bpping
Faulconbridge
G-lenbrook
Linden
Lindfield
Lismore
Marrickville
Mullumbimby
Murwillumbah
Petersham
Pymble
Thornleigh
No. 1 
N o . 1 
No.2
a )
Nos2/3 
Nos2/3 
No.1( 1 )
No.1 (1 )
0 )
Nosl/2
(2)
(2)
(1)
No. 1
(1)
(1)
0 )  
No.1(2) 
(2)
DATE
30- 01-1900
17- 12-1895 
28 - 10-1899
18- 01-1894 
10- 12-1901
16- 03-1895 
27-08-1895 
18-01-1894 
11-01-1901 
10- 09-1892 
29-07-1895 
14-01-1901 
27-08-1895 
11-09-1899 
10- 12-1901 
10- 12-1901 
10- 12-1901
17- 10-1895 
16-03-1895
18- 01-1894 
16-03-1895 
29-07-1895 
27-04-1896
31- 10-1895 
09-12-1895 
09-10-1899
TYPE NO.
8
3
12
12
12
5
19
12
12
8
8
8
19 
12 
12 
12 
12
8
5
12
8
8
20 
8 
8
Turramurra 12
NAME OF APPROVING OFFICER: William Foxlee,
STATION DATE TYPE NO
Hawkesbury River (3)
Raglan (New site 
(under delegation
21 - 09-1892
26 - 07-1890 10
16
NAME OF APPROVING OFFICER: Frank
STATION DATE
Broadmeadow N o .3 ( 3 ) 10-09-1974
F r a n k ly n .'
TYPE NO.
16
17
NAME OF APPROVING OFFICER:
( A c t i n g C h i e f  C i v i l  E n g i n e e r . )
STATION DATE TYPE NO.
C l y d e N o s 1 - 6 2 6 - 0 1 - 1 9 5 0 14
Oak F l a t s ( 2 ) 0 8 - 0 1 - 1 9 5 2 8
T o v ;ra d g i N o . 1 ( 1 0 ) 3 0 - 1 1 - 1 9 5 1 14
h N o . 2 ( 1 1 ) II 14
NAME OF APPROVING OFFICER: E Ross Gordon
STATION DATE TYPE NO
M a r a y o n g ( 3 ) 1 0 - 1 2 - 1 9 7 3 1 6
Quakers Hill ( 4 ) it 16
Schofields ti 16
NAME OF APPROVING OFFICER: V/illi am Hut chins on.
STATION DATE TYPE NO,
A ria h  Park o ) 08-07-1905 8
B ara im al 26-02-1909 8
B are11an 08-07-1905 8
B arr aba 27-03-1906 18 ( i )
B u l l ia c 27-08-1907 8
Bundook tl 8
C aragaba l 0 ) 12-10-1915 . 15 ( i i )
C h a r ity  Creek 27-08-1907 8
C or aznb a 09-02-1917 12
Denman 28-07-1913 15 ( i i )
Dungog 0 ) 27-08-1909 8
P a ir y  H i l l 26-02-1909 8
G raw lin  P la in s 12-10-191 5 15  a i )
Gung a l II 15 ( i i )
Herons Creek 02-05-1913 12
H i l id a le 27-08-1907 ' 8
K e n d a ll 02-05-1913 12
K i 11 aw ar r  a 27-08-1907 8
M artin s  Creek ii 8
M erriw a o ' ) 12-10-1915 15 ( i i )
Mount George 27-08-1907 8
Nammoona 05-07-1906 8
0 akhampton 08-07-1905 8
^ t r  at fo rd 27-08-1907 8
Stroud Road 11 8
Taree 0 ) 11 8
Wards R iv e r ii . 8
Wingham o ) 11 8
W ir r in y a 12-10-1915 15  ( i i )
Robert Kendall
oO
NAME OF APPROVING OFFICER:
STATION DATE TYPE NO.
^rtarmon ( 1 ) 1 0 - 0 2 - 1 9 1 6 12
Ashfield 02-10-1918 PO
BeIford No.1(2) 04-12-1916 12
B e ll 1 1 - 1 1 - 1 9 1 0 12
Branxton No.2(3 ) 22-06-1914 12
B u lli No. 1 02-05-1917 12
Canterbury 18-63-1918 20
Cootamundra West ( 1 ) 05-05-1917 12
it (2 ) 23-11-1917 12
Corrimal No.2 29-09-1916 12
Goulburn No2/3(2/3) 9-2-1915 12
L in d fie ld No. 1 25-08-1921 12
ti OHEO 28-07-1921 20
Maitland No.2/3 09-10-1914 ■ 12
M illthorpe No.2 25-01-1917 12
Moss Vale (3 ) 18-04-1915 12
Murrumburr all (N/S )N o . 1 17-09-1917 12
North S tra th fie ld 06-09-1917 12
Rockdale No. 1 17-02-1922 12
Scarborough (new s it e ) 28-12-1914 20
Tempe 2 6 - 1 0 - 1 9 1 8 20
Thornleigh No.2 (4 ) 29-11-1917 12
Toongabbie 22-09-1919 13
W ar at ah 19-10-1914 20
Wollongong No. 1 15-09-1921 12
51
NAME OF APPROVING OFFICER: James Mason.
STATION
B inalong (2)
Bowral N o .2 (2 )
E s kb ank No. 1
G ovlburn No. 1
M aitla n d No. 1
Mar u la n N o .2
M usw ellbrook (1 )
DATE TYPE NO.
27-07-1880 4 (i)
19-10-1867 1 (i)
29-03-1880 4 (i)
20-01-1868 6
COCO77o 6
03-12-1867 1 (i)
Unknown 4 (i)
NAME OF APPROVING OFFICER: E tW .0 * Sullivan.
STATION DATE TYPE NO.
Sydney (New site) 11 - 12-1900 21
Charles Parker
58
NAME OF APPROVING OFFICER:
STATION DATE TYPE NO.
Bourke (2) 20-10-196? 16
Breadme adow No.3(2) 13-10-1972 16
Coffs Harbour 09-10-1970 16
Como (New site ) 13-10-1972 16
Epping ORBO(2) 16-11-1966 20
Haref ield (3) 17-12-1968 16
Mungindi (2) 17-10-1967 16
St.Leonards No,2(2) 21-03-1972 16
Wauchope (3) 01-07-1970 16
NAME OF APPROVING — — Re g i na l d Perm ef a th e r .
STATION DATE TYPE NO.
B a lld a le 18-10-1950 14 ( A c t i n g  CCE)
o  <J
NAME OF APPROVING OFFICER: Robert Ranken.
STATION DATE TYPE I
All aw ah Nos 1-4 20-08-1924 12
Ashfield 12-02-1926 UGBO
Banks town 13-02-1929 20
Booragul 20-02-1924 19
Burwood PO 02-03-1927
Carlton Nos3/4(2) 14-7-1924 12
i i OHBO (3) 1-08-1924 20
Casino 17-09-1929 20
Croydon Nos 3/4 (6) 29-11-1925 12
i t OHBO(9) 07-02-1923 20
Cullen Eullen (N/s) 10-01-1927 12
Epping Nos2/3 24-07-1928 12
Plemington N/s 21-08-1923 12
Gooloogong
Granville
Hurstville
Kogarah
Lakemba
Lidcombe
Lithgow
N o . 1
N/s
M ae I) on aid t own UGEO
Nth Coffs Harbour 
Petersham N o . 1
Punchbowl 
St.Peters 
Strathfield 
Sydenham No.6
Taree
ii
Warren
(3) 05-05-1924
(10) 13-02-1929 
10-11-1924 
16-07-1924 
25-11-1924 
16-09-1924 
09-10-1923 
05-11-1924 
16 - 02-1926
8
20
20
12
20
12
12
20
05-02-1925 8
/2 17-12-1925 12
13-02-1929 20
06-03-1913 20
(2) 12-07-1926 17
11-03-1925 12
(2) 09-08-1928 12
(3) 12-09-1928 12
(2) 06-10-1931 21
(3) 14-01-1927 13.Willow Tree
NAME OF APPROVING OFFICER: N . C .Voggn.
-
STATION DATE TYPE NO.
Beresfield (2) 06-01-1961 21
Broken Hill N/S 03-11-1955 16
Casula 04-09-1963 16
coal Cliff 08-03-1966 16
Bora Creek Nos1&2 11-06-1954 14
Bdgeroi (2) 03-09-1965 16
Guildford No.1(2) 16-07-1965 16
Kembl.a Grange 05-07-1965 16
Moree (5) 28-06-1962 3
m (4) 20-10-1955 3
Mount Col ah (2) 16-09-1959 21
Never!ire (3) 16-02-1956 16
Trangie 23-10-1959 21
W arrimoo 28-12-1956 14
Waverton No.1(3) 19-02-1964 21
NAME OF APPROVING OFFICER: John Whitton.
STATION DATE TYPE NO.
Alhury 20-03-1880 6 ■
Armidale 03-01-1882 6
Ashfield 04-11-1874 1 (iii)
Bathurst • No.1 02-03-1875 6
Bethimgra No # 1 20-11-1877 5
Blayney • 30-03-1876 1 (ii)
Boggahri 12-11-1881 5
Bomen 10-08-1877
»
4 (v)
Bowenfels No.2 01-03-1869 4 (i)
Bowning . No.2 05-10-1875 1 (iii)
Breeza 04-07-1878 5
Brev; ongle No.2 18-08-1875 1 (ii)
Burwood (2) 03-07-1862 4 (i)
Capertee 17-02-1882 5
Carrathool 19-10-1881 5
Cootaraundra N o .1( 1 ) 03-05-1877 5
Culcalrn N o . 3 06-03-1880 5
Dubho 09-06-1879 6
Ett amogah 29-10-1.880 5
Georges Plains 04-02-1875 '1 (ii)
Gerogery 06-03-1880 5
Glen Innés 1882 6
Granville 0 ) 12-1859 3
Grong Grong 0 ) 14-01-1881 5
Gunnedah 0 ) 04-07-1878 5
Hay 02-11-1881 6
Henty 26-04-1881 5
High Street (2) 04-02-1873 1 (iii)
Junee 0 ) 07-02-1878 5
Kelso No.2 03-08-1874 4 (i)
Kentucky c03--1882 5 v
K o otingal 20-04-1881 5
/Litt agong • N o . 1(1) 12-06-1866 4 (i)
NAMK OF APPROVING OFFICER: John Whitt on. (2)
58
STATION Mor peth"Junction DATE03-09-1863
TYPE NO.~ flIT
Mount Vietoria No.2(1) 18-06-1867 4 (i)
Mudgee 17-02-1883 6
Murrurundi (0 27-07-1871 4 (D
Narrabri Y/est 2 0-0 1 - 1 8 8 2 5
N arrand era 14-06-1880 4 (lii)
N arromine 0 ) 28-06-1882 5
Nevertire’ 0 ) II 5
Newtown (4) 11-07-1876 4 (i)
Old Junee 2 9-1 0 -1 8 8 0 5
Orange 0 ) 03-03-1876 1 (iii)
Parramatta No.4 03-1859 4 (i)
Penrith No.3 04-1862 4 (i)
Picton No. 1 17-02-1863 4 (i)
Pipers Plat 1 7 -0 2 -1 8 8 2 5
Quirindi 04-02-1876 1 (ii)
Raglan 14-01-1873 5
Rydal 2 3-0 6 -1 8 6 9 4 (ii)
Scone 19-07-1870 4 (i)
Sydney (2 ) 1871 2
Table Top 14-01-1881 5
Tamworth 24-09-1880 6
The Rock (2 ) 06-0 5 -1 8 8 0 5'
Turrawan 0 ) 2 8-0 8 -1 8 8 2 5
Ur all a 20-04-1881 ' 5
Wagga Wagga 08-09-1.879 6
W aller awang No. 1 21-04-1869 1 (iii)
Y/erris Creek 12-04-1878 5
West T amw or t h 10-08-18?? 4 (v)
Whitton 14-01-1880 5
Willow Tree o ) 09-05-18,76 1 (ii)ii (2 ) 01-03-1877 15 (ii)
V/on garb on * 19-02-1881 5
Yass Junction 0 ) 20-03-1875 5
Franc is  W i  c kb am
wj
NAME OF APPROVING OFFICER:
STATION DATE TYPE NO.
Bardwell  Park 06-10-1929 14
B eve r ley  H i l l s i t i t
Bexley  North m i i
Bast H i l l s M i t
Kingsgrove i i i i
Narwee i i i i
Pad stow i i i i
Revesby i i i i
Riverwood i i i i
T u r e l l a i i i i
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CHAPTER FIVE
OVERSEAS INFLUENCES
OVERSEAS INFLUENCES5 .
Although there is no evidence to indicate the 
source of early standardisation, it would seem that 
overseas practices influenced at least general principles 
in New South Wales.
At the outset of construction of station
buildings, the architecture was standardised insofar
as engineers used the same small number of designs
over and over again. Of significance, standardisation
commenced before Whitton's arrival in December, 1856.
Whilst the influx of British engineers to work for the
Sydney Railway Company commenced with the arrival of
Francis Shields in January 1849, British Railways did
not adopt standardised buildings until "the last quarter
f 1)of the (19th) century". Thus, the practice in New
South Wales must have stemmed from other sources and it 
seems that local engineers were influenced by American 
practice. This is suggested by correspondence from an 
agent in England who had the task of finding a replacement 
for Shields after his resignation in October, 1850. The 
agent indicated that current practice in America, rather
( 2 )than England, was pertinent to New South Wales conditions. 
This may well have been correct as Meeks says railway 
stations in America "were becoming more standardised from 
the 1850s".1 2(3)
John Whitton's work has traditionally provided 
the subject for debate on the degree of overseas influence. 
Whitton introduced a new design in 1858 at Campbelltown, 
shortly after his arrival from England. Whilst it was 
not a standard design in the sense that the same set of 
drawings were used for all subsequent examples, it was 
standard in that the design was consistently used time 
and again for the next 20 years for all buildings at the 
more important and larger locations.
(1) G. Biddle, Victorian Stations, Newton Abbott, David 
& Charles, T973, p.144.
(2) R.G. Pres ton, 125 Years of the Sydney to Parramatta 
Railway, Sydney, New South Wales Rail Transport Museum, 
1980, p. 25.
(3) C.L.V. Meeks, The Railway Station, London, Architectural 
Press, no date, p. 57.
Some students of New South Wales railway 
architecture believe that Whitton was responsible for 
the^d^l^rf,''9iVaVing been influenced by his overseas 
experience before coming to Australia. Lumello says 
Whitton's English background was the source of influences
(4 )and gives a number of what he argues are English precedents.
However, Whitton's designs "did not resemble those of the
railway companies for which he worked in England prior to
(5 )his arrival in Australia". This is not surprising as
the instructions for the selection of the candidate to 
fill the position clearly indicated that he "should have 
a thorough knowledge of the principles upon which railways 
are constructed" and that he "should be well acquainted 
with the details of Foreign as well as English railways, 
but it is most desirable that he should not be so far wedded 
to any particular system as to render it difficult for him 
to adopt general principles to the peculiar circumstances 
of the Colony".^
Not only is there an absence of a link between 
Whitton's English and New South Wales practice, there is 
no link between any local buildings of the 19th century 
engineers-in-chief and their previous British work 
experience. This occurred despite an apparent small 
base from which selectors chose these men. Until 1903, 
all engineers-in-chief were born and educated in Great 
Britain. Between 1855 and 1903, there were only two 
potential sources of direct influence. Firstly, Whitton 
brought with him James Mason and George Cowdery, both of 
whom were later to become engineers-in-chief. They had 
previous experience with the Oxford, Worcester and 
Wolverhampton Railway Co., and John Fowler, a distinguished
(4) R. Lume1lo, Railway Station Architecture in New 
South Wales - the First 50 Years, unpublished B.Arch 
Thesis, University of New South Wales, 1974, pp. 20 & 21.
(5) S.A. Sharp et al, New South Wales Railways - the 
First Twenty Five Years, 1855-1880, Sydney, Australian 
Railway Historical Society, 1980, p. 40. This is 
based on personal correspondence between G. Biddle 
and S. Sharp.
(6) Letter form W. Denison (Governor) to Lord John Russel 
(Secretary of State for the Colonies) No. 150 dated 
18th September, 1855, New South Wales Parliament,
Votes and Proceedings of the Legislative Assembly,
1858 , Vol. 3/ p. 799 ........
British engineer, of the engineering firm Peto, Brassey 
and Bets. Deane, who followed Whitton, had previously 
worked for Fowler. Secondly, after Chief Commissioner 
Eddy's appointment in 1888, James Angus and William Foxlee, 
all of whom worked on the London and North-Western Railway 
prior to coming to New South Wales, subsequently occupied 
the position of Engineer-in-Chief for the Existing Lines.
Few of the New South Wales stations in the 19th 
century resembled any on British railway company. The 
position is explained by Biddle who writes that, "while 
most of the stations illustrated, with one or two exceptions, 
bear a very strong British flavour as buildings of their 
time, none of them, again with a few exceptions, show any 
features which can be said to be directly derive (sic)
(7 )from standardised practice of the pre-1923 British Railways".
British influence is then general rather than 
specific. Wilkins suggests that platform awnings have 
a British heritage without specifying a direct link to an
/ g \individual company or station. ' Ferrie says that the
fascia on Angus' 1891 design as shown in figure 38 was a
(9)"direct influence of the English railway . He also
refers to the English heritage of the "ring" patterned
bracket used in New South Wales from about 1886.^ ^  It
should seem that New South Wales engineers could select
any individual feature which they considered appropriate
to local conditions. Similarly, they could reject some
such as the "classical column"v ' which Barman described
as "the most characteristic and the most effective hieratic
(12)symbol in railway architecture".v ' Not only did 
engineers reject individual design features but they 
could select or reject entire design styles. In this 
regard, engineers rejected almost entirely the church
(7) Letter from G. Biddle dated 22nd September, 1979, to 
S. A. Sharp.
(8) R . Wilkins, A History of Railway Architecture , 
unpublished manuscript, State Rail Authority Archives, 
no pagination.
(9) M. Ferrie, The First 50 Years, unpublished B.Arch. Thesis, 
University of Sydney, 1969, no pagination.
(10) ibid. An excellent British example is shown in 
Railway World, Vol. 42 No. 489, January, 1981, p. 30.
(11) C . Barman, An Introduction to Railway Architecture, 
London, Art & Technics, 1950, p. 32.
(12) ibid.
Gothic Revival influence "which began in England (and)
M3 )eventually reached Australia".v Despite any popularity
in Australia, engineers restricted church Gothic influences
to only two buildings in New South Wales. ^  ^^
The predominance of a generally British influence
in the 19th century stemmed partially from the traditional
colonial link and partially from a lack of local facilities
for training in architecture. Even as late as 1914,
Sydney Technical College was the only school of "pure 
1 1 5)architecture" and the University of Sydney only
gave architectural lectures to engineering students.^ G^
Even where discretion was available, local engineers and
architects prior to 1900 subscribed only to British
( i 7 \architecture journals.
It would appear that little information on 
station buildings in the United States of America was 
available for colonial engineers. Although Whitton 
travelled overseas in 1868, he did not go to America.
When his Victorian counterpart visited North America in 
the mid 1870s, the only reference he gave in his report, 
which was tabled in the New South Wales Parliament, was 
that "the railway station buildings in the Eastern States 
are good, and some of those which have been built of late 
years are very fine... . I found the railroad stations 
everywhere, both in the East and West, very spacious and
/1 & \well provided". However, Whitton was not entirely
ignorant of the position in America. Giving evidence to 
the 1869 Parliamentary Select Committee on Railway 
Extension, Whitton commented on the "flimsy structures in
(13) J. Webb, Bathurst Architecture, Bathurst Historical 
Society, no date, p. 3.
(14) These are Emu Plains and Young dating from 1883/84 
respectively. Wilkins grossly over-estimates the 
Gothic influence.
(15) D.L. Johnson, Australian Architecture 1901-1951,
Sydney, Sydney University Press, 1 980, p~. UK
(16) ibid.
(17) These were: The Builder, Engineer & Railway Gazette - 
Evidence given by A. Leggart. See New South Wales 
Parliament, Votes and Proceedings of the Legislative 
Assembly, 1887, Voi. 2. Minutes of Evidence, Board 
of Enquiry into Department of Public Works, p. 178.
"Report of Thomas Higinbotham, Engineer-in-Chief, 
Victoria", dated 26th July, 1876, Railway Reports 
& Papers, 1876-78, State Rail Authority Archives, p. 13.
(1 8 )
America" and said that "there the lines are made by 
private companies whose object is to make them at the 
cheapest possible rate and then sell them at the 
dearest". ^  ^
The first known official overseas visit to
North America was undertaken in 1894 by Deane.^  ^ He
went there again in 1904/5 to examine, as he did on
the earlier visit, the construction of light railways.
Meeks' remarked that "the conceptual image of the station
(in the United States of America) was changing during the
1890s from the early recognised one of the previous period
( 2 2 )toward that of an ordinary monumental public building".
It was Deane who introduced the 'pioneer' design of 
building as in figures 55 and 56 and it is probable that 
he was influenced by his observations of change in North 
America, as indicated by Meeks.
The only known instance of an overseas visit 
which was aimed directly at station architecture was 
undertaken by a firm of engineering consultants in 1967, 
the objective of which was to assess latest developments 
prior to the design of stations for the Eastern Suburbs 
Railway.(23)
It is even more difficult in the 20th century
to determine the extent of overseas influence. However,
the similarity of New South Wales designs from 1900 with *
(241the British designs can be seen. Towards the end of
the 125 year period, it is possible to discern similarities,
not only with stations in the United Kingdom, but
concurrently with America. The design which Vogan
introduced at Guildford in 1965 can be seen in examples
(251in England but also America.v '
(19) Minutes of evidence dated 2nd November, 1869 - 
Progress Report from the Select Committee on Railway 
Extension, Railway Papers 1869-78, State Rail 
Authority Archives, p. 13.
(20) H. Deane, The Wolgan Valley Railway - its Construction, 
Sydney, Australian Railway Historical Society, 1979, p. 9.
(21) ibid.
(22) Meeks, The Railway Station, p. 110.
(23) See D.C.B. Macluran, A Report to the Commissioner for 
Railways, New South Wales, on a Study Tour Abroad,
October, 1967, State Rail Authority Archives.
(24) For example, in the use of cantilevered awnings on 
stations on the Cronulla line in 1939 and at Arsley 
in the United Kingdom. See H. Holland, Travellers 
Architecture, London, George G. Harrap, 1971, p. 90.
(25) For England, SeeN. Wikeley & J. Middleton, Railway
Stations - Southern Region, Seaton, Peco Publications, 
1971, pp. 133-137; for America, see Trains, Vol. 38 
No. 5, March, 1 9 78 , p. 11. - - - : .
3U
Given the existence of overseas influence, it 
is difficult to determine the lapse of time between the 
introduction of designs overseas and in New South Wales 
but an overseas trend in 1980 towards the use of curved
awnings was not evident in New South Wales in the same
(26) year.x '
Overseas influence has been an important factor 
in the design of New South Wales buildings, but it is 
more general than specific in nature. There is no 
evidence to link the architecture of local stations 
with those in any one country, let alone one geographic 
region or railway company.
(26) Both convex and concave curved awnings have been 
used. See International Railway Journal, Vol. 20 
No. 9, September, 1 98 0 , ~p. 58 and Vol. 20 No. 12, 
December, 1980, p. 49.
o9
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CHAPTER SIX
USER NEEDS & RESPONSES
6 . USER NEEDS AND DESIGN RESPONSES
6.1 INTRODUCTION
This chapter examines the extent to which 
architectural change is a response to the emergence or 
removal of or change in the set of functions carried out 
in station buildings. In other words, has the form or 
shape of buildings followed the functions carried out in 
those buildings?
Three groups of people have used station buildings.
These are travellers, residents and staff. Each group has
largely required different types of services and facilities
to be provided. This chapter examines the functions of
station buildings which have existed to cater for the needs
of each group to determine whether human activity and/or
needs provide explanations of changing building shapes.
The demands of society in general for the provision
of services follows Maslow's hierarchy of needs. Applying
this needs approach, people firstly wanted rail lines. The
Parliamentary Votes and Proceedings are rife with petitions
and requests for the construction of rail lines covering
almost every part of the State. The reports of the various
Parliamentary Public Works Committees provide further examples
(2 )of public pressure for rail lines. Next, people have
implored railway commissioners and governments for the
construction of platforms for people to entrain and detrain.
(3)People pressed for the right to use the rail service.
They made no reference to station buildings. Whilst many
stations subsequently received buildings, a total of 72
( 4 )stations are known to have had no buildings. When residents
secured platforms, they would then often petition for basic
(1) See J.L. Massie, Essentials of Management, Englewood 
Cliffs, Prentice Hall, 1965, pp. 108-110.
(2) For example, the lobbying as to the direction of the 
Great Northern Railway beyond Murrurundi. See L.L. Green 
& G. Ruddick, "Public Attitudes to the Line as it Moved 
Towards Tamworth", Armidale & District Historical 
Society Journal, No. 20, January, 1977, pp. 41-43.
(3) For example, residents of Engadine sought the provision 
of a railway station to serve the district. No building 
was initially provided'. See W.A. Bay ley, Sydney in the 
Steamtime, Bulli, Austrail Publications, no date, p. 43.
A more recent example involves the construction of a new 
station at Ambervale. See Campbelltown District Star, 
20th May, 1981, p. 4.
Based on appendix six, chapter three.(4)
shelter and when that was obtained they would request 
toilets, then a parcels office, then the service of a 
full-time station master.
In accordance with Maslow's hierarchy of needs,^ 
once basic psychologicalneeds were satisfied, travellers, 
residents and staff argued for more discretionary services 
to be provided, on occasions ending in requests for new 
buildings of a more "modern design". y Whilst requests 
for entirely new structures are infrequent, people have 
continually made representations to the railway administration 
and the Government for improvement and upgrading .of existing 
facilities. ^
In the following pages, this chapter examines the 
needs of the three groups of buildings users - travellers, 
residents and staff - and explores the relationship between 
those needs and the way in which architecture has responded 
to them.
6.2 TRAVELLERS
Although travellers have sought the provision of 
functions in a definite order, there has been a limit to the 
number of services which they have requested. In 125 years, 
passengers have requested only seven functions. These are:-
(i) Shelter
(ii) Sanitary accommodation
(iii) Refreshments
(iv) Baggage and cloak service
(V) Porters
(Vi) Communications, luggage and porters ;
( vii ) *Overnight accommodation.
6.2.1 SHELTER
Many requests for shelter are cited in Part Four. 
In addition to those, one special group of travellers has 
been schoolchildren. Tangye in 1883 referred to the great
(5) Massie, Essentials of Management, pp. 108-110.
(6) Requests for new buildings at Broadmeadow and Newcastle 
between 1965 and 1970 are examples.
(7) The upgrading of Maitland in 1976 is an example. The 
best documented work on station upgrading is that by 
G. Tranter, Goulburn Railway Station, Hist. Arch. II 
Project, unpubITshed B.A. thesis, University of 
Sydney, 1980.
I 1 (8)number of children using Mount Victoria station.
Almost 40 years later, D. H. Lawrence noted on his
journey on the Illawarra line that "a bunch of schoolboys
clambered into the train with their satchels, at home as 
„ (9)schoolboys are”. Unfortunately, the rail administration
seldom considered the needs of children, preferring to
sex (10)design buildings on the basis of/rather than age.
Of all buildings in the State, 33% have been 
of one room in size, providing purely shelter. in
some of these cases, the shelter has been strictly for 
people, whilst on other occasions it has been for people
and goods. (12) In 1858, Engineer-in-Chief, John Whitton,
provided for the first time separate accommodation for women,
(13)which he called the "ladies waiting room". With exception
from only about 1919 to 1926, all station buildings from 
1858 to 1970 of three or more rooms contained a ladies' 
waiting room. Wagga Wagga, Armidale, Goulburn and Albury 
stations have been the only buildings to contain two ladies' 
waiting rooms. Whilst female travellers at Wagga Wagga and 
Armidale could use either room, separate accommodation was 
available for both first and second class patrons at the 
others.
(8) R. Tangye, Reminiscences of Travel in Australia, America 
& Egypt, London, Sampson Low et al, 1883, p. 86.
(9) D. H. Lawrence, Kangaroo, Melbourne, Heinneman 1963, 
p . 75 .
(10)
(ID
At some locations, such as St. Clements, students had 
to jump from the train to ground level as no raised 
platform was provided. See N.J. Pollard, "A Short 
History of the Boorowa Branch Line", Australian Railway 
Historical Society Bulletin, Vol. 28 No. 479, September,
1977 ,
From
1893
p. 208. ,chapter 3appenS/. An example is the request for shelter in 
at Woy Woy.
(12) The majority of skillion roofed one room buildings were 
for people only whilst the majority of "Ac/Pc" one room 
structures were shelters for people and goods.
(13) Plan of Campbelltown dated 30th February, 1858, held in 
State Rail Authority Archives. See figure 71
(14) See plan of Wagga Wagga signed by J. Whitton dated 8th 
September, 1879, plan of Goulburn by G. Cowdrey, dated 
3rd February, 1887, and of Albury by J. Whitton dated 
20th March, 1880. It will be noted that the original 
plan for Goulburn did not make the allowance.
A decision to make separate accommodation available
to women suggests that architects and engineers believed
that female travellers required protection from males.
After the planning of Broadmeadow station in 1972, engineers
did not approve the construction of buildings with
accommodation divided on sex. The change was a response to
two factors; firstly, the greater number of women in the
( 15 )workforce had increased the number of women travelling
and this ensured a more substantial degree of protection
from males and, secondly, the rise of the women's liberation
(16)"late in the 1960s". Women were then demanding the end
to sexual discrimination and the introduction of equality 
of the sexes.
Despite the policy to provide separate accommodation
for ladies, there has been little attempt to accommodate
gentlemen in their own exclusive area. Only on seven
occasions have separate gentlemen's waiting rooms been
(17)provided. In five of these cases, the railways also
provided general waiting rooms.
The provision of separate rooms for women and
the remainder of the travelling public was a costly exercise.
With the widespread use of pre-case concrete buildings in
1919, both general and ladies' waiting rooms were abolished
in many instances in rural areas as a cost cutting measure.
Accommodation was provided in the "out-of" shed and in this
(18)way parcels and people shared the same room. For an
unknown reason, the Department of Railways in the 1920s
added ladies' waiting rooms to those three room concrete
(19)structures m  which the facility was absent. However,
(15) W.J. Hudson, "1951-72" in F. Crowley (ed.), A New History 
of Australia, Melbourne, William Heinemann 1974, p. 541, 
indicates that "at the 1954 census, it was found that 
about 13% of married women were employed; by the 1966 
census, this figure had more than doubled and a survey 
late in 1970 showed a figure of 35%. In regard to the 
number of women using rail, Manning reporting on a 1971 
survey said "...the proportion of all single women workers 
who travel by train is roughly double the proportion of 
male workers, while the proportion of working married 
women is little greater than that of men". See I. Manning, 
The Journey to Work, Sydney, George Allen & Unwin,1978,
p. 138.
(16) M. McQueen, Social Sketches of Australia 1888-1975,
Harmondsworth^ Penguin r 1979 , 218 .
(17) For details, see appendix one to this chapter.
(18) See State Rail Authority, Station Building Diagrams,
Sydney, undated, p. 41A.
(19) Examples are the additions to Tumbarumba in 1922 at a 
cost of £204 and to Tallimba in 1926 of £132. See plans 
in the State Rail Authority Ways & Works Branch dated 
5th August, 1921, for Tumbarumba and dated 5th March,
1925, for Tallimba.
men were still required to sit among the parcels. In an 
attempt to achieve economies, the ceilings of shelter sheds 
and general waiting rooms were unlined, but the ceiling in 
the ladies' waiting room was always lined. Heating was on 
occasions not provided in the general waiting rooms, but 
provided in the ladies' waiting room. Starting with the 
planning for the East Hills line in 1929, no provision was 
made for heating of any of the waiting rooms in buildings 
in the Sydney metropolitan area, though this facility 
continued to be available in country located buildings.
No attempt was made in the Sydney metropolitan 
area to eliminate the ladies' waiting room until 1972. 
However, in 1924 engineers approved structures for the 
extension between Regents Park and Cabramatta Junction 
without the inclusion of general waiting rooms. From that 
point, there appeared to be no consistent policy on the use 
of general waiting rooms as they were sometimes provided 
and sometimes omitted. Consistency returned in 1942 when 
the many plans for the quadruplication buildings between 
Parramatta and St. Marys included general waiting rooms.
In 1928, engineers used general waiting rooms at
Birrong and Yagoona but on other occasions, such as at
Redfern No. 10 Platform in 1925, they were omitted. When
the structures for the East Hills line were planned in 1929,
the buildings contained a ladies' waiting room but no general
waiting room. However, seating was provided in a 'corridor'
nine feet wide at one end of the structure. This area was
open on both sides and had a gravel floor. From 1929
until 1942, most metropolitan stations did not have general
waiting rooms and this was the case for all intermediate
( 21 )stations on the opening of the Cronulla line in 1939.
The only country example of the same architecture, at 
Griffith in 1935, had both general and ladies' waiting rooms.
After the opening of the Cronulla line, engineers 
consistently provided general waiting rooms. Since 1970, 
engineers have attempted to eliminate general waiting rooms 
by combining this facility into the entrance to the station.
(20) See plan No. 482/8/K signed by F. Wickham on 6th 
October, 1929, entitled Tempe to East Hills. All these 
areas have been converted to other uses.
(21) The 'out-of' sheds at Caringbah and Gymea were 
subsequently converted to general waiting rooms.
This area, officially termed a ' breezeway' ,, has been 
increasingly used in both the country, as at Coffs Harbour 
in 1970 and at Normanhurst in 1978. It has not been 
possible to do this at all locations and, in these cases, 
open fronted waiting rooms have been provided, as at 
Canley Vale in 1976 and Lewisham in 1980. At the same time 
as engineers have attempted to eliminate general waiting 
rooms, they eliminated ladies' waiting rooms entirely 
after 1972.
The elimination of general waiting rooms in the 
Sydney metropolitan area from 1920s appears to be a reaction 
to the belief that, as passenger services were frequent, 
there was no need to provide accommodation. The use of 
breezeways in the 1970s as a further attempt at eliminating 
general waiting rooms was more an endeavour to achieve 
economy than a renewed belief in the frequency of suburban 
passenger services. The elimination of ladies' waiting 
rooms in the 1970s was a response to social factors.
Not only have travellers sought shelter in the 
form of rooms, but they have also sought shelter over the 
platform to ensure protection from the weather when boarding 
and disembarking, for those who wished to sit outside the 
building and-in those instances in which th^icket windows 
and/or parcels counters have been situated facing the 
exterior of buildings. The need for protection against 
inclement weather was established on the opening date of 
the Sydney-Parramatta railway on 26th September, 1855, on 
which day it was raining.
Of the 20 on-platform designs implemented between
1855 and 1980 , only two, representing a total of 9% of all
(2 3 ) -structures did not have an awning over the platform.
As a result of the construction of a number of rail/bus
interchanges, the Government in 1980 announced a policy
which for the first time provided for covered walkways
(24)from station buildings to bus standing areas.
(22) H. E. Holt, An Energetic Colonist, Melbourne, Hawthorn 
Press, 1972 , p. 2 7.
(23) These are reverse skillion roofed building and 
awningless building types.
New South Wales Government, Western Region Transport 
Improvement Programme, Sydney, 1980, p. 7.
(24)
The need to exercise economy in station structures
stimulated the emergence of a new design at Mount Druitt
in 1972 which combined both shelter over the platforms
(25)and station accommodation. The design involved the
erection of an overhead building which housed all functions
except the parcels office, completely eliminating buildings
on the platform. At the same time, the overhead building
provided shelter for patrons. However, as the structure
(2 6)cost $631,225, the aim of economy was not met.
From 1858 to 1970, ladies' waiting rooms have 
been situated in the main station building. Despite a 
number of changes in the design of station buildings over 
that period, none of the architectural alterations has 
been due to the presence, absence of change in those 
facilities. Engineers have provided general waiting areas 
from 1855 to 1980 and, like ladies' waiting rooms, this 
facility has not been the cause of design changes. Other 
than the special uses stations mentioned in the next 
section, function followed form.
6.2.2 SHELTER, LOCATION AND DESIGN
From the previous section, three trends are
recognisable: firstly, single room structures have on
occasions made equal provision for freight as for passengers;
secondly, buildings in the Sydney metropolitan area have
been designed since 1924 on the belief that users do not
remain at the station for lengthy periods. The absence
of general waiting areas and the abolition of means of
heating are indicative of this. Thirdly, the elimination
of ladies' waiting rooms suggests that the functions of
(27)buildings change over time. /
(25) See figures 53 and 54. mhe use of a large overhead 
building at Strathfield in 1900 was not at attempt
to eliminate all on-platform buildings. The structure 
at Strathfield, like all other applications of the 
use of overhead or underground accommodation, was 
complementary to the on-platform buildings.
(26) Cost from Accountant, Department of Environment and 
Planning.
The aspect of change over time is dealt with later in 
this chapter.
(27)
The first two trends stimulate further inquiry
into the relationship between location and design of
station buildings. Because there is a "geographical
(28)division of labour" ' in New South Wales, different
economic and social activities take place in different
regions of the State. To that extent, the economic and
social functions of stations also changes over space. Seage
points out that stations have been opened for various
(29)purposes. He cites residential development, industrial
undertakings and social activities.  ^ It is relevant to 
consider whether these special purposes have prompted 
design changes.
Excluding stations opened for residential and
rural development, Governments in New South Wales have
/Stations (31)opened' for five special purposes. In 1868, the
Government opened the first special purpose stations at
Regent Street and Rookwood for use by funeral trains. The
churchlike design of these was unlike any other buildings
(32)erected m  the Colony. However, the buildings erected
at the Sandgate Cemetery in 1881 and Woronora Cemetery in
1900 were both similar to the architecture of buildings at
residential and rural centres.
In regard to stations for recreation purposes,
the plan for the building at the Royal National Park in 1885
accorded with a design then being introduced, though a long
awning over the platform was later provided. See figure 67
for the design of the National Park building. It is not
known whether buildings were erected at Parramatta Park
(33)and Killara at the opening of these stations. The
structure provided at Lilyvale in 1914 was similar to those 
constructed at other locations. The Government opened in 
1855 a station at Como for picnickers on the Georges River.
(28) J. Rutherford et al, New Viewpoints in Economic Geography, 
Sydney, Martindale Press, 19 6 8 , p~. 16.
(29) B. Seage, Landscape Design Criteria for Sydney*s 
Railway Stations, unpub. B. of Landscape Architecture 
thesis, University of New South Wales, 1979, p. 29.
(30) ibid.
(31) These are for access to cemeteries, horse race tracks, 
family recreational areas, mining and industrial sites.
See figures 65 and 66.
Seage lists both of these as recreational stations.
See Seage Landscape Design Criteria for Sydney's Railway 
Stations , p~[ 29 .
(32)
(33)
The design of that structure,as indicated in figure 68,
was unlike any other on the system. The Como building,
measuring 65' x 16', was the largest single room structure
(34)built in the 125 year period. Its combination of a
high pitched roof and narrow awning was unique. The platform
. . . . . (35)at Woy Woy initially had no building.
Of all the platforms opened at racecourses, there
(3 6 )is no evidence to indicate that any had buildings.
The Government opened special mining platforms
(37)at Dapville and Wrightville in 1901 but neither had buildings.
Besides the private line to Sandown, the Government
opened stations purely for industrial workers on the Port
Kembla and Abbattoirs lines. The stations on the former
line accorded with those erected elsewhere. It is not known
(38)if any structures were erected on the latter line. The
Port Kembla line buildings at the opening were frugal in 
design (see, for example, figure 69), featuring corrugated 
iron walls and roof, but subsequent re-constructions at 
Cringilla and Port Kembla raised the standard to parity 
with structures on other lines.
The foregoing evidence does indicate that the 
design of basic accommodation did sometimes alter in accord 
with the function of these special purpose stations. Station 
buildings used primarily by blue collar workers were mainly 
spartan. There is insufficient evidence to comment on trends 
in regard to stations serving recreational centres. The 
position for funeral stations is much the same. The absence 
of buildings at Woy Woy and Lake Bathurst Quarry and at all 
racecourses suggests that the special users of these platforms 
were aware of both the timing of trains and the presence 
of other nearby shelter for inclement weather.
(34) See plan in State Rail Authority Archives, drafted 
by J .A. Radcliffe, 5th May, 1885.
(35) A recreational platform was located at Lake Bathurst 
Quarry, but this was situated on private property.
(36) The structure on the down platform at Rosehill does 
not date from the opening of the line, yet is in 
accord with structures elsewhere erected.
(37) Letter from J. Shoebridge dated 23rd February, 1981, 
to S. Sharp.
(38) A number of other special purpose stations have been 
opened by organisations other than the New South Wales 
Department of Railways. Details of these are listed 
in chapter ten.
Apart from special use stations, -there is 
evidence to indicate that there was a difference between 
buildings for Sydney and the country. This arose on the 
basis of the different function of the buildings in 
metropolitan and rural environments. It has been stated 
that different types of rail services stimulated changes 
to the use of heating. It will be argued later that 
different psychological expectations and beliefs also 
stimulated fundamental design and material differentials 
between Sydney and rural areas. However, these changes 
are not uniform over the 125 year period and the nature 
of the relationship precludes any overall assessment on 
a wider basis than the type of waiting room accommodation.
Nevertheless, keeping in mind that the special 
uses stations are situated in specially selected locations, 
it is supportable to argue that engineers have on occasions 
modified the design of station buidings in New South Wales 
on the basis of geography. However, in the majority of 
cases, the changes in waiting room accommodation did not 
alter changes in the form of architecture.
6.2. 3 SANITARY ACCOMMODATION
6.2.3.1 GENERAL
Traditionally conservative concepts about male/ 
female relationships have always ensured a separation in 
the provision of male and female sanitary accommodation.
This distinction has received architectural recognition 
in so far as the provision of sanitary accommodation for 
men has altered architectural form whereas the facility 
for women has not. ,
From the known examples, it would seem that there
was no policy to provide toilets for women until the planning
for Campbelltown in 1858. The plans for Fairfield and
Parramatta Junction indicate provision of toilets for 
( 39 )men only. It was not until 1858 that the policy evolved
of providing sanitary accommodation for both sexes in 
buildings of more than one room.
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(39) Plan of Parramatta Junction dated December, 1859, by 
J. Whitton and plan of Fairfield dated 1856 by 
Joseph Brady in State Rail Authority Archives.
(40) Plan of Campbelltown dated 30th February, 1858, by 
J. Whitton in State Rail Authority Archives.
At those stations with only a one room building,
toilet accommodation was usually not provided up to 1895.
From that time, sanitary accommodation for men only was
erected and this continued to be the policy until the end
of railway line construction generally in 1932. From that
time, engineers did not erect toilets at any new station
which possessed less than a three room building.
For most of the 125 year period, the basis of
the official policy for the placement of toilets is unknown.
It would seem that economy has been an important factor.
Only at a very few major stations situated on double or
multiple tracks, such as at Goulburn, Bowral, Lidcombe
and those between Westmead and Blacktown, have toilets
been provided in the buildings on each of the separate
platforms. Since 1855, the consistent policy has been to
restrict toilets, with the exception of female toilets up
to 1924, to one platform. ' Since 1970, the trend has
been to close toilets where these facilities have been
(42)duplicated. In one known case, engineers have not
provided toilets on the basis of high cost and existing
(43)nearby local government council toilets.
6.2.3.2 MEN
From the initial stations on the system, engineers
located the men's toilet at or away from one end of the 
( 44 )building. Whitton's plan for Campbelltown in 1858 was
the first known instance of locating the men's toilet under
(45 )the roof of the main building. Possibly because his
design for Campbelltown was unsymmetrical, he altered the 
floor plan for his next station on the South line at Picton 
in 1863. Here, Whitton approved a design'which featured a 
parapeted roof over the men's toilet at one end of the 
building. Until 1874 , engineers consistently used this
arrangement for structures of three or more rooms.
(41) The last examples are Flemington and Lidcombe.
(42) For example, at Lidcombe on No. 1 platform, shown in 
figure 70.
(43) The location is Minnamurra. Letter from Minister for 
Transport dated 6th March, 1978, to Minnamurra Progress 
Association.
(44) The only exception was at Griffith in 1935.
(45) It is possible that the first West Maitland station of 
1858 was an earlier instance, but not plans etc., are 
extant. See figure 71 for Campbelltown and figure 14 
for West Maitland.
See figure 17.(46)
When Whitten approved the design for Gunning
in 1870, he erected a separate building for the toilet.
Like the main building, it was constructed of brick and 
connected to it by a passageway covered with corrugated 
iron sheeting. The roof of the main building was gabled 
and so was the toilet, but the latter was transverse to 
the main roof. There were five advantages of this design 
over its predecessor. Firstly, it increased the space 
available for urinals and closets. In previous buildings 
the toilets were narrower than the main building. Now they 
were the same width. As rear access to closets was necessary 
to remove pans, the common wall in earlier design between 
the ladies' waiting room and the toilets could not be used.
By separating the toilets, the closets could be erected on 
any one of the four walls. This allowed more room and 
greater flexibility. Secondly, the transfer of the women's 
toilet away from the ladies' waiting room mitigated the 
instances of unpleasant odours. With Gunning, the women's 
closet was separated by a 15' long passage with doors at 
each end. Thirdly, the overall layout permitted the location 
of other facilities, such as signalling and safeworking 
equipment, fire-fighting appliances, out—of sheds and pumps 
for wells, closer to the station master's office - the 
office most likely to be attended.
The separate men's toilet continued to be widely 
used for the next decade. From the mid 1880s, it was 
modified in some instances - the men's toilet was attached 
to the main building and to provide accommodation in this 
case a longer but narrower toilet was covered by a hipped 
roof. ,The roof ridge ran parallel to the platform edge. 
Figure 18 is an example at Stanmore in 1886. Further 
instances were located at Summer Hill in 1886 and at(49)Morpeth in 1888. Fourthly, economies could be achieved
by the omission of an overall roof on the toilet block in 
some instances, such as at Trangie and Table Top. Lastly
(47)
(47) See figure 29.
(48) Examples are Tenterfield for signalling equipment, 
Deepwater for out—of shed and Hay for pumps.
This modification also occurred at St. Peters, 
Sydenham and Auburn. The modification was applied 
to structures of five or more rooms.
(49)
engineers achieved improved ventilation through the use
of ridge ventilators, the absence of an overall roof and
the elimination of ceilings.
Prior to the installation of sewerage, unpleasant
odours continued to be a problem. In 1889, James Angus
indicated that, "generally speaking, sanitary arrangements
are not good, especially in the gentlemen's portion, and
some other scheme should be devised to do away with the
(51)obnoxious smells". Angus could have been aware of the
rapid expansion of the system of sewerage throughout the
Sydney metropolitan area for in 1891 he approved a new
building design for the quadruplication of the Redfern-Homebush
line in which both the men's and women's toilets were housed
under the same roof as the main structure - the first time
(52)this had been achieved since 1858 at Campbelltown. See
figure 72 of Burwood. Six years after the erection of the
new buildings, the railways provided a system of sewerage
(5 3)from Sydney as far as Summer Hill.
Until the sewer was connected there was a need 
to remove pans. As the buildings on the Redfern-Homebush 
line containing the toilets were to be located on island 
platforms, providing exposure on all sides, it was apparently 
considered inappropriate to remove pans in the sight of the 
public. To overcome this, Angus incorporated in the design 
a yard 9'8" long between the men's and women's toilets from(5 4)which the pans could be removed.
Fifteen months after Angus employed his new 
design on the Homebush line, Deane used similar architecture 
for the erection of a station at Kiama. On this occasion,
(55)he reduced the yard to 4' and it became a cleaning passage.
(50) Como, Culcairn, the first Junee and Gerogery buildings
had hip roofed toilet blocks and featured apex ventilators.
(51) J. Angus, Report on the Condition of Permanent Way &
Works, 29th April, 1889, in Railway Reports and Papers 
1888-1890, State Rail Authority Archives, p. 7.
(52) William Foxlee's plan of Raglan in 1890 is a transition 
between designs in that the women’s toilets were placed 
in the main building and the men's toilet was separated 
by a 'yard'. Liverpool Nos. 2/3 platforms was another 
example though the date is unknown.
(53) Approval of connection to the sewerage system was given 
by an unknown officer on 22nd February, 1899, at a cost
of £645. See State Rail Authority Archives Order Book 254.
(54) See figure 72.
(55) See figure 41.
Notwithstanding cost savings in the new island 
platform design utilised by Angus and Deane through the 
elimination of walls and separate roofing, this was not 
sufficient stimulus in the depression years of the 1890s 
to employ the design in the country at that time. Unlike 
the island platform locations, stations in rural areas 
were not restricted by space or subjected to frequent train 
operations. The opportunity was taken on pioneer lines to 
remove the men's toilet not only from the main station 
building, but also from the platform from which area 
passengers were otherwise not permitted to enter. From 
1895 to 1917, the off-platform toilets were built of timber, 
with walls and roof covered with corrugated iron. They were 
combined with lamp rooms but, whereas the toilet had a 
semi-elliptical roof, the lamp room had a skillion roof. 
Figure 73 of Finley is an example. By the turn of the 
century a common roof line was employed, as in figure 74 
of Oaklands.
With other than pioneer designs, the engineers 
employed off-platform arrangements for timber structures, 
such as at Aylmerton in 1913, (figure 75) and incorporated 
it in the main structure of brick buildings as in Galong 
in 1915 (figure 76).
In three cases, at Fassifern and Cootamundra 
West in 1911 and at Goulburn in 1915, engineers had to 
use a separate men's toilet of the same design as the main 
station building in order to accommodate more users than 
would otherwise been the case if the toilet had been 
located as part of the main structure. See figure 77 of 
Fassifern.
From 1917 to 1932, all country buildings were 
constructed of pre-case concrete blocks and off platform 
toilets were used in all instances. They too featured 
concrete construction.
In the metropolitan areas of Newcastle, Sydney 
and Wollongong, between 1894 and 1980 engineers mostly 
placed toilets in the main building, as at Kiama, regardless 
of material, though until 1972 entry was at the end of the 
structure. The situation was similar in country areas, 
except in the case of Griffith in 1935 where the men's 
toilet was juxtaposed to the women's toilet in the centre 
of the structure with the entrance facing the platform edge. 
See figure 78 of Griffith.
From the planning of Mungindi in 1967, engineers 
have positioned the men's toilet to face the platform 
edge. Since that year, it has consistently been located 
next to the women's toilet, sometimes separated from it 
by a store. The use of septic tanks in country
locations such as Mungindi and Bourke in 1967 and sewer 
connections in urban locations, such as Canley Valey in 1976 
and Como in 1972, have eliminated any health problems 
associated with the placement of toilets next to waiting 
rooms etc. In addition, the pressure by women for 'equality' 
has prompted the re-consideration. Moreover, the high 
present cost of plumbing and drainage has most probably 
stimulated designers to minimise expenditure through the 
use of common, plumbing and drainage facilities which 
results in an elimination of lengthy sections of drains 
and piping.
The provision of men's sanitary accommodation 
has been a varying but important factor in the form of 
station architecture in New South Wales between 1855 and 
1980. Form has followed health, economic and social 
considerations more than the actual function. At the 
same time as these have been important factors in changing 
the exterior.of station designs, social factors have 
altered the interior of toilets.
Up to 1901 the partitions between urinal stalls 
have been full length. Figure 79 of Glencoe demonstrates 
that the objective was to hide one man from another's 
view. With the pieinning of buildings for duplication of 
the western line between Glenbrook and Linden, Firth 
reduced, the height of the partitioning which now started 
at knee height and extended to shoulder height, as shown 
in figure 80 of Glenbrook. By 1967, urinal partitioning 
had been eliminated. In that year, the Chief Civil Engineer (57)introduced a stainless steel 'urinal trough' at Mount Colah.
By 1980, men faced not only social equality with women in the 
positioning of toilets but equality with other men in their 
own sanitary accommodation.^^
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(56) Whilst the Coffs Harbour design of 1970 had this feature, 
the architect designed the new building around an 
existing toilet block.
(57) State Rail Authority Way & Works Branch plan of Mount 
Colah dated 25th September, 1967.
(58) The position is made more complex by the intermittent use 
of corner and side porcelain, concrete and iron urinals 
with narrow sides and the use of 'zig-zag' urinals in 
pre-cast concrete toilets. In addition, the width of 
each urinal stall has been progressively reduced since 
1855 until its elimination in 1967.
6.2.3.3 WOMEN
Denholm has argued that women have been protected
on railway stations by the placement of ladies' rooms
(59 )next to or near to the station master's office.
Moreover, he indicates that engineers in many cases 
located the men's toilet off the platform. It has
been seen in section 6.2.3.2 that the placement of men's 
toilets off the platform is restricted to the period 
between 1895 and 1932 and only to rural locations. In 
all other cases, they have been juxtaposed with women's 
facilities in the same toilet block, or separated by a 
yard/cleaner's passage to facilitate the removal of pans. 
Whilst in many cases the ladies' waiting room has been 
situated near the station master's office, there has been 
little opportunity to place it elsewhere in three room 
buildings. Figure 81 of Walcha Road demonstrates the need 
to position the ladies' waiting room at the end of the 
building next to the men's toilet block because the women's 
and men's toilets were housed together. Figure 82 of 
Marinna also shows the ladies' toilet to one end of the 
building.
It was only in the case of buildings with five 
or more rooms that it was possible to exercise any 
discretion to place the station master's office next to 
the ladies'• waiting room, as at Old Junee, shown in 
figure 83. Even in five room structures, this arrangement 
differed. At Bungendore, the ticket office was next to 
the ladies' waiting room.
Whilst the precise position is not as accurate 
as Denholm suggests, at every station with two or more 
rooms between 1858 and 1920 where there was a ladies' 
toilet, entry to the female toilet was gained through the 
ladies' waiting room. There was some modification to the 
design in 1920 when entry to the toilets was opposite 
entry to the ladies'waiting room, the approach to both
(59) D. Denholm, The Colonial Australians, Harmondsworth, 
Penguin, 1979 , ~p"] llO.
(60) ibid.
(61) See plan of Bungendore dated 6th September, 1884, 
in State Rail Authority Archives.
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from a common door leading to the platform. Figure 84 
of Kywong shows on the end the entry to the ladies' toilet 
(demolished) and the door to the platform. This is more 
clearly seen in figure 85 of Flemington.
Figure 86 of Illabo shows the same positioning 
of the toilets in a different design. Females entered the 
door from the platform and either turned left to the ladies' 
waiting room or right to the ladies' toilet.
It was not until the design of Mungindi in 1967 
that entry to the ladies' toilet was gained from a door 
leading directly from the platform. In this design, the 
male and female toilets were juxtaposed and have remained 
so in subsequent buildings. Figure 87 shows the positioning 
of male and female toilets at Mungindi.
Engineers have approved designs with the ladies' 
toilets either leading from or opposite to the ladies' 
waiting room. Their designs have been altered only in 
the length of the structures and only in so far as up to 
1892 the separate men's toilet also housed the women's 
toilet. (62)
Engineers moulded ladies' toilets in the design
of station buildings without any change in form probably
in an endeavour to minimise public attention to that area.
Whereas men's toilets have always been most obvious,
ladies' toilets have been hidden away and an observer
would be hard pressed to determine if a ladies' toilet
existed in a station building unless be actually walked
into the ladies' waiting room. The policy of hiding ladies'
toilets had its disadvantages. Angus, in his report of 1889,
said that "I would also advise more light'and ventilation
to be given for the ladies' water closet, as in many cases
the seat cannot be seen; the latter, in consequence, are(6 3)in a dirty state". Although constructed after Angus'
report, the ladies' toilet at Marinna, shown in figure 88 
is typical of the difficulties to which he was referring.
(62) There were exceptions, such as at Hay in which the 
ladies' toilet was located in a corner of the ladies' 
waiting room.
(63) J. Angus, Report on the Condition of Permanent Way 
& Works, 29th April, 1889, p. 7.
In 1892, Deane introduced a design which was 
a transition between that first implemented at Gunning 
in 1874 and one he introduced also in 1892 at Kiama.
Deane's examples at Cobar, Corowa and other locations 
were attempts to overcome the problems enunciated by 
Angus. in these instances, he used the passage between
the ladies' waiting room and toilet block for the female 
toilets. Figure 89 shows the arrangement from the platform 
elevation at Corowa. Figure 90 shows the approach elevation 
and figure 91 is a close-up view of the approach elevation 
showing the doors for removal of the toilet pans. As 
indicated in the previous section, it was this feature 
that made the design impractical for use on island platforms.
Until the mid 1960s, engineers provided ladies' 
toilets only as an adjunct to the ladies' waiting room.
They either added rooms to an existing structure, 
keeping the same design form as in figure 92 at Ganmain 
or they constructed new buildings, such as at Baan Baa, 
in figure 93. A third alternative, as at Whittingham in 
figure 94, was merely to attach a toilet to the rear of the 
existing ladies' waiting room. In all instances, the policy 
was to place some form of intervening space between the 
platform and the ladies' toilet.
6.2.3.4 REPLACEMENT FACILITIES
Changed social attitudes and the high cost of 
providing plumbing to different parts of stations combined 
to stimulate engineers to provide replacement facilities 
in the one new structure.
In 1977, Alderman Peters of the Maitland City
Council criticised the use of the pan service at Telarah
and called it 'a distinct health hazard' and 'something
out of the dark ages'. He called upon the then Public
Transport Commission to 'modernise' the toilets, the facilities
which are shown in figure 95. Alderman Peters commented
that the trough was 'not covered and overflows when it
rains'. In reply, a Commission spokesman said "staff
and waiting passengers were regularly embarrassed by the 
(67)smell". ' In view of a statement by the Minister that
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(64) Other examples were located at Parkes, Forbes, Temora, 
Lismore and Byron Bay.
(65) Newcastle Morning Herald, 21st January, 1977, press 
clippings held by the Newcastle Public Library.
(66) ibid.
(67} ibid.
the Commission could not afford the $12,000 to provide 
new toilets, the Commission listed the project in a 
submission to the Commonwealth Government for 50% financial 
assistance. The Commonwealth Minister approved the 
project and contractors completed the new block for males 
and females shown in figure 96 on 6th June, 1978.^^
Engineers have designed replacement toilet 
blocks at a number of stations. When Christie approved 
the design for a new building at Cheltenham in 1978, he 
did not include toilet facilities because the existing 
recent male/female toilet block was itself a replacement 
unit. At the same time as he approved of the new structure 
for Cheltenham, he also approved the use of the same design 
at Wollstonecraft, Normanhurst, Thornleigh and Warwick.
Farm, but in all these cases he incorporated new toilets.
The absence of toilets at Cheltenham made no difference 
to the form. Figure 97 shows the replacement toilet block 
at Cheltenham; figure 98 the new building at the same 
location and figure 99 a similar structure at Warwick Farm. 
The similarity of architecture is obvious.
On other occasions, the form of buildings has 
similarly not been changed by the omission of one or 
both toilet facilities or through other changes. At 
Guildford in 1965, the design omitted a men's toilet 
because an existing new male toilet block was already 
on the platform and in 1970 the design of Coffs Harbour 
was based physically around the existing toilets at the 
Sydney end and the signalling frame at the other end of 
the structure. In both these cases, there was no 
alteration in the building form compared with other 
examples of the same design.
Outside the Newcastle, Sydney and Wollongong 
conurbations and larger country centres, new buildings have 
incorporated toilets in all instances as there have been 
no examples of existing updated facilities. Where engineers 
have upgraded only toilets in recent years, they have either 
constructed new toilets for both sexes, such as at Telarah
(68) Public Transport Commission, Urban Public Transport 
Improvement Programme Financial and Progress Report 
at 30th June, 1978, project No. 22, no pagination, 
unpublished internal document.
and at Culcairn (the 1880 and 1979 buildings at Culcairn 
are shown in figures 100 and 101), have installed new 
men's toilets in the existing station building by either 
using a part of the ladies' waiting room, as in the case 
of Yanco, or using a part of the general waiting room, as 
at Berrigan, or have updated the ladies' toilet and used 
if for both sexes, as at Parkville. Figures 102, 103 and 
104 show respectively the alterations at these stations.
The high cost of plumbing and social attitudes have 
stimulated the installation of facilities for both sexes in 
the one building, whether it is a new separate toilet block 
or whether it is in an existing structure. Regardless of 
the actual changes, engineers have not altered the form 
of buildings to achieve their goal.
Thus, whereas the placement of toilets for both 
sexes has caused changes in form from 1855 to 1965, this 
has not been the case from 1965 to 1980 as the availability 
of septic tank systems has obviated the necessity to 
minimise odours by placing toilets away from the main 
station building. At the same time, social attitudes 
over the last 15 years and the high cost of plumbing have 
been added stimulants to both the juxtaposition of facilities 
in the main building and the continuity of form with that 
building.
6.2.4 REFRESHMENTS
At the opening of the rail system in 1855, there 
was no public demand for refreshment facilities in view of 
the small distance between Sydney and Parramatta.
Mason approved the plan for Goulburn on 20th 
January, 1868 . ^ ^  This structure was the first to include 
provision for refreshment facilities. It not only provided 
a refreshment room but also included a "ladies' refreshment
room". This was the only occasion on which separate
. . . (71)refreshment facilities were made available for women.
(69) Plan of Goulburn signed by James Mason, dated 20th 
January, 1868, State Rail Authority Archives.
(70) ibid.
(71) The ladies' refreshment room was abolished prior to 
the 1887 re-arrangement of the building. See plan of 
Goulburn by George Cowdery dated 3rd February, 1887, in 
State Rail Authority Archives.
Moreover, Goulburn was the only inland terminus, temporary 
or permanent, apart from Albury, the border changeover, to 
have a refreshment room. With the running of services 
between Sydney and Goulburn in 1869 and the extensions to 
Bowenfels and Muswellbrook, the public started to call 
attention to the need for refreshment facilities between 
Sydney and the country terminals.
The Victorian Member of Parliament, Angus MacKay, 
complained in 1870 that "the Sydney authorities proscribe
( 7 2 )licenses for eating and drinking at their railway stations".
"The grievance on the Sydney railway is aggravated at
Lithgow Valley. Here resides one Andrew Brown, a hard-
headed, self-willed Scotsman who, as the fates or the
favouratism of Governments willed it, became possessed
of the land on each side of the Mudgee Road.... This
gentleman owns all the land in the vicinity of the railway
stations and he will not sell any of it, or lease a portion,
for the erection of an hotel. The nearest public house is
nearly three miles off, at Bowenfels, and there is absolutely
no place where either accommodation or refreshments can be
(73)obtained near the railway station. MacKay describes the
situation generally, saying that "the Sydney Governments 
do not rent any portion of the stations for the sale of 
liquors and refreshments and private enterprise has in 
very few instances stepped in to supply this want. The 
authorities'here would seem to belong to the Teetotal 
Society, judging from the rigid manner in which they set 
their faces against the sale of any liquors at their railway 
stations. The inconvenience, as usual, falls most heavily 
on the class of poorer travellers, who are less prepared 
for any privations of this kind"
MacKay's commentary refers to two features of 
what appears to have been the official policy. Firstly, 
engineers did not approve of the inclusion of refreshment 
rooms in station buildings if there were nearby hotels or 
shops. Will Lawson in his historical novel about Cobb & Co.
(72) A. MacKay, Visit to Sydney and the Cudgegong Diamond 
Mines, Melbourne, George Robertson, 1870 , p. 23.
(73) ibid.
(74) ibid., p. 22. .
stage coaches refers to the availability of hotels near
Penrith station which allowed travellers the opportunity
( 75 )to drink before boarding the train. Secondly, the
facilities that were open were operated by private
enterprise and not by railway staff.
In 1875, the Railway Commissioner reported that
refreshment rooms existed at Sydney, Mittagong, Mount
( 76 )Victoria and Singleton. In his appendix to the above
report, the Engineer-in-Chief, cited the costs for Mount 
Victoria at £ 976/6/7 and for Mittagong at £ 780/6/11.
They were both two storey structures which also provided 
bedroom accommodation.
With the opening of refreshment rooms, Members
of Parliament and others subsequently complained about two
broad categories of issues; firstly the location of the
facilities and,secondly, the poor quality of food, alcohol
and service. In 1881, Henson pointed out to the Minister
(7 8 )for Works the need for a refreshment room at Goulburn. '
( 1 9 )In 1883, Lyne requested rooms at Junee and Nyngan.
Documenting his journey when Gunning was the 
terminus of the southern line in 1876, La Meslee complained 
about the hot broth and absence of wine, saying that all
railway refreshment rooms are "run on strict temperance
. , „ (80) principles .
In 1889 Toohey said that the lessees of refreshment 
rooms on the western line were selling "fire water for
( 81 )grog" and that "they poison the people right and left". '
(75) W. Lawson, When Cobb & Co. Was King, Sydney, Angus 
& Robertson, 1977, pp. 177 and 183.
(76) Commissioner for Railways, Report for 1872-75, Sydney 
1875, p. 36. Note the omission of Goulburn.
(77) ibid., Engineer's-in-Chief Appendix, p. 6.
(78) New South Wales Parliament, Parliamentary Debates,
1881 Session, 1st series, Vol~! 5~7 15th July, 18 81, p. 176.
(79) New South Wales Parliament, Parliamentary Debates,
1882/83, 1st Series, Vol. 9, 31st May, 1883, p. 2059.
(80) M. La Meslee, The New Australia, translated by R. Ward, 
Melbourne, Heinemann, 1973, p. 55.
New South Wales Parliament, Parliamentary Debates 1889 
Session, 1st Series, Vol. 37, 25th April, 1889, p. 848.
(81)
Despite many complaints, there were some
balancing remarks. In 1886, Clarke wrote about the
refreshment room at Albury. He said "a meal of quite
a recherche description is served at the station on the
frontier, a painted rebuke to many of our (English)
(82)refreshment rooms at Home". ' Other travellers agreed,
but sometimes with reservations about the Albury room.
Mark Twain said: "We breakfasted at the station. A good
(83)breakfast, except the coffee, and cheap". Fitzpatrick
asked See in 1901 whether he was "aware of the fact that 
the travelling public makes great complaints as to the 
manner in which the number of railway refreshment rooms 
in the State are conducted".^ ^  In reply, the Premier said 
that he was aware of the situation but that "at the present 
moment there are so many matters of a pressing nature of 
more importance to be considered that they (i.e. the
Commissioners) have decided to defer the question until
. .. „ (85)a more opportune time .
The railways administration considered that 1916 
was the appropriate time to take over the rooms which, up 
to that date, had been controlled by private organisations 
and individuals who leased a portion of the railway property. 
The railways nominally adopted this course of action in 
view of "the tendency all over the world .... for progressive 
railway enterprises to organise their own catering services 
for the convenience of the passengers".
As subsequent Governments extended the rail 
network, the number of refreshment rooms increased. In
1940, there were 55 rooms, "28 of them being meal rooms,
/11 being grill rooms, one is a cafeteria and 15 are light
(87)refreshment rooms". Of these, "43 have a full liquor
(88)license and 7 have colonial wine licenses". ' The 
refreshment rooms continued to serve customers from 
country trains and in many cases the rooms remained opened 
between trains for the benefit of local clientele.
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(82) A.P. Clarke, The 'New Chum' in Australia, London, Vi/tue
& Co. Ltd., 1886, p. 309. 1
(83) S.L. Clemens, Mark Twain in Australia & New Zealand, 
1897, reprinted Penguin, Harmondsworth,1973, p^  154.
(84) New South Wales Parliament, Parliamentary Debates, Vol.l 
2nd Series, 1901 Session, 13th August, 1901, p. 448.
(85) ibid.
(86) "Subsidiary Undertakings No. 6 - Railway Refreshment 
Rooms, Railway Digest, Vol.4 No.5, November 1940, p. 33.
(87) ibid., p. 34.
(88) ibid.
With the introduction of on-train buffet
facilities after the Second World War, the railways closed
(8 9 )many of the rooms. In 1980 only 12 stations contained
refreshment rooms and the representations against their
closure centred upon similar issues. Unlike other
facilities at railway stations, the refreshment rooms
provided employment opportunities for local women to prepare
and serve food and acted as a steady outlet for the sale of
local foodstuffs. An operating refreshment room was a
direct stimulus to a local economy.
However, even in 1980, complaints about refreshment
facilities continued to be made. With titles like "shabby,
outmoded kitchens", the Sydney press reported that a
Conciliation Commissioner had said that "all food catering
facilities at Central railway station should be closed
(91)immediately". The State Rail Authority shortly afterwards
announced the closure of the "butchery and old kitchens at 
the station".
The physical demand for refreshment rooms was met
in three ways. The railways erected new structures, usually
incorporating bedroom accommodation, at locations on main
lines. Mittagong, Moss Vale, Harden, Cootamundra West,
Albury, Newcastle, Kempsey, Muswellbroo, Mount Victoria,
Wellingston, Dubbo, Nyngan and Junee all received new two
storey brick buildings solely for refreshments and 
(9 3)accommodation. Figure 105 shows the earliest refreshment
room buiding at Mittagong. A decade later, the design 
standard had increased, as indicated in figure 106 of 
Werris Creek. The railways built new single storey 
structures on secondary and connecting lines. This 
occurred at Cootamundra, Temora, Gosford, Cockle Creek, 
Broadmfeadow, Gloucester, Taree, Casino, Byron Bay, South 
Grafton, Narrabri, Burren, Murrurundi and Moree. Again 
the diversity of architecture is evidence between figures 
107 and 59 of Moree and Burren.
(89) An example is the refreshment room at Moss Vale which 
the railways closed in 1962. See City of Goulburn 
Railway Centenary Committee, The First Hundred Years, 
Canberra, Traction Publications, 1969 , no pagination.
(90) State Rail Authority, New South Wales Country & Interstate 
Train Timetables, Sydney, 19 80 , p^  1~.
(91) R. Collier, "Photo they didn't want you to see", Sydney 
Morning Herald, 24t.h December, 1980 , p. 1.
(92) R. Collier, "Mum's the word at Central's food museum", 
Sydney Morning Herald, 24th December, 1980, p. 3. See 
also L. Wright, "Shabby, Outmoded Kitchens", Sydney 
Morning Herald, 26th December, 1980, p. 2.
(93) It is of significance that Muswellbrook was the only two 
storey structure on the main northern line. The northern 
line is in other ways architecturally different to the 
innt -h f ' rn  snrl w e s t e r n  l i n e s .
In many cases, engineers were able to 
accommodate refreshment rooms in existing structures 
without considerable alterations. This was the case 
at Whitton, as shown in figure 108 where engineers made 
no exterior alterations to the original building.
Elsewhere, they undertook only minor alterations, as in 
the case of Jerilderie shown in figure 109 where the 
kitchen occupied the yard between the main building and 
the lamp room. Note the economical use of corrugated 
iron for wall sheeting.
Engineers in other instances did not have the 
necessary available space in existing structures but did 
not desire to erect separate facilities because the small 
business did not warrant such a facility. Here, engineers 
added rooms to existing buildings as at Cowra and Warialda, 
shown in figures 110 and 111.
In all instances, engineers approved designs for 
refreshment rooms which harmonised with the architecture of 
the existing structures. This applied regardless of timing 
and included additions and alterations as well as new 
structures. The three different ways in which engineers 
provided rooms indicate that their decisions were made on 
the basis of cost, keeping in mind the size of both the 
existing station building and the proposed refreshment room. 
The provision of a separate building for refreshment 
facilities appears not so much as a direct attempt to 
divide functions into exclusive structures but as a 
secondary occurrence of a policy to achieve the most 
economic structure in the light of estimated trade. The
' f
range in sizes and materials of refreshment rooms supports 
this view.
The form of refreshment rooms has followed 
function only insofar as it relates to the magnitude of the 
function performed at individual locations. The form of 
these rooms has always been a derivative of the design of 
the main building.
6.2.5 OVERNIGHT ACCOMMODATION
The most striking feature of this functional use 
of building space is that the stimulus did not appear to 
come from travellers. There are no known references in 
newspapers or Parliamentary records of requests for 
accommodation. Despite this, the railways between 1875 and
1917 erected twelve two storey buildings which contained 
refreshment rooms, seven of which had sleeping facilities.
In addition, it modified a number of station buildings to 
provide similar accommodation. Figure 110 of Cowra is an 
example of a modification.
The railways administration may have erected more 
sleeping quarters for passengers had it not been for the 
erection of hotels in many country centres near the railway. 
Freeland writes that: "moving hundreds of people at a time 
over great distances, the railways captured and dominated 
the transport scene wherever they went. A new distribution 
of accommodation was required to restore the equilibrium 
that had been upset ... at the fortunate junctions where 
passengers transferred from one train to another, new hotels 
with large numbers of bed rooms were built, or old coaching 
inns were extended and improved. And finally, at the ends 
of the lines in the cities, three and four storey banks of 
dormitories sprawled adjacent to the railway stations ... 
almost universally they were christened the Commercial(94)or the Railway".
Freeland under-estimates the extent of accommodation
provided both by the railways and by private enterprise. For
example, La Meslee used a private hotel at Gunning for an
. (95)overnight stay when it was the terminus. Travellers
stayed overnight at many locations on route as well as 
junctions and termini. Appendix two to this chapter sets 
out a list of 64 hotels as at 1st April, 1979, with railway 
based names which were located near to stations or depots.
From that appendix it is evidence that many were situated 
en route. Moreover, the railway administration itself 
provided en route accommodation, such as at Mittagong and 
Muswelibrook.
Not only has Freeland under-estimated the extent 
of official and private accommodation available, he may also 
have under-estimated the demand for such service. This is 
understandable in view of the apparent absence of references
(94) J.M. Freeland, The Australian Pub, Melbourne, Sun Books, 
1966, p. 112.
(95) M. La Meslee, The New Australia, p. 53.
in the press and elsewhere indicating demand for this type 
of facility. The demand for travel is suggested by a 
reference to overcrowding on Newcastle platform in 1871, 
five years prior to the opening of the present building 
at that location. A press report indicated that passengers 
were annoyed by "a parcel of boys, who insist on carrying 
their baggage and by touters for some of the hotels and 
boarding houses, who completely block up the platform, to 
their great discomfort and inconvenience". In view
of evidence such as this, it can only be assumed that the 
railway administration perceived public demand for 
accommodation andjiresponded to the situation.
As indicated earlier, of the 12 two storey
( 9 7 )refreshment rooms, seven provided overnight accommodation.
In all of these cases, the buildings were separate to the 
station building containing offices etc. Thus, in these 
instances, the form followed function, with the joining of 
eating and sleeping facilities in the same structure. 
Elsewhere, as at Cowra, additions were made to existing 
structures. Again, the form followed the function.
6.2.6 COMMUNICATIONS, LUGGAGE AND PORTERS
When travellers had asked for and engineers 
provided all the foregoing services, the railway 
administration next installed rooms so that passengers 
could leave luggage and other goods at the stations; on 
other occasions, rooms or parts of rooms were provided for 
porters. On no occasion did engineers alter the form to 
provide* for all these functions. These facilities were 
usually located in rooms in the main station complex. For 
example, figure 112 of Breeza shows the porters' room 
located next to the open fronted general waiting room in 
the main building. Figure 113 of West Tamworth shows the 
porters' room located in the out-of building containing 
the men's toilet. These have been the two standard 
configurations for porters' rooms.
Engineers provided porters' rooms in buildings of 
five or more rooms irythe main structure. They also provided 
luggage and cloak rooms, such as that of Queanbeyan shown 
in figure 114.
(96) Newcastle Chronicle, 13th May, 1871, p. 2.
(97) These were Mittagong, Moss Vale, Cootamundra West, Mount 
Victoria, Wellington, Junee and Muswellbrook. Harden 
also possibly had rooms.
Also, at some stations at which the main station
building contained five or more rooms was there a telegraph
office. This facility was available for use by travellers
who wished to book overnight accommodation at any of the
stations at which bedrooms were located. More recently,
commuters have requested the installation of telephones at
unmanned stations. These are not used to book accommodation
but to assist travellers in determining arrival times of
trains. The railway administration has progressively
installed these at selected locations for general use by 
(99)commuters. Engineers usually located telegraph
facilities in the main structure without alteration to 
the design of the overall building, as in Taree shown in 
figure 115 and at Junee in figure 116.
Form has not followed function in relation to 
the provision of porters' rooms, luggage/cloak rooms and 
communications facilities.
6.3 RESIDENTS
Like travellers, people who reside near railway 
stations have desired a limited number of services in a 
rough priority order. These services are :-
(i) parcels and 'out-ofs' service
(ii) covering for perishable goods
(iii) symbolic functions
(iv) miscellaneous.
6.3.1 PARCEL AND 1 OUT-OFS"
From 1855 to 1980, railway officials have made a 
distinction between freight, which has been handled in 
goods vehicles and loaded/unloaded at goods sheds, parcels 
which have been conveyed in the guard's compartment or 
guard's van on passenger and goods trains and handled 
through the main station building, and "out-ofs" which 
are matters of a size between parcels and freight. "Out-ofs" 
have been conveyed in a specially utilised though otherwise
(98) Department of Railways, N.S.W. Country Timetable, 
Sydney, 20th November, 1960, p. 86.
(99) Letter dated 28th November, 1980, from Chief Executive, 
State Rail Authority, to Minister for Transport.
usual freight.vehicle, which has been known as the "out-of" 
van. The term originates from the xpression "out of the 
van or not the guards compartment/vehicle". Like parcels, 
"out-ofs" have been handled from the station platforms but, 
unlike parcels, engineers have often provided specially 
constructed buildings more often than not detached from 
the main station structure.
The first known instance of the provision of a 
parcels office is at Parramatta in 1859.^^^ From that 
time until 1893, all five room structures contained a 
separate parcels office. Figure 117 of Hay shows the 
rear pedestrian access to the parcels office which is the 
room at the down end of the main building. Rear access 
existed usually only for buildings of seven or more rooms. 
Hay is a seven room structure.
For structures of five or fewer rooms, there was 
normally no rear access, as in the case of Bungendore in 
figure 118. The parcels office is at the down end of the 
main building.
There was usually no separate accommodation for 
parcels traffic in buildings of under five rooms, the staff 
having to deal with parcels in the station master's office 
or ticket office. In the overwhelming majority of cases, 
draftsmen did not show this combination of functions. ^
In 1893, Deane approved the use of a three room 
design between Kiama and Nowra, in which one of the rooms 
was a 'store1. ^  Figure 34 of Hilldale, though approved 
in 1907, is of the same appearance. Figure 119 shows the 
floor plan for Rose Valley, now known as Omega. No rear 
pedestrian access was available. This design was widely 
used until the 1930s. In 1897, Deane also approved
of the new pioneer design of four rooms for Warren, in 
which one of the rooms was a 'store'. Figure 73 of 
Finley shows the 'store' on the left and a subsequent 
addition. Figure 56 shows the floor plan of Warren.,
(100) Plan of Parramatta dated November, 1859, unsigned,
State Rail Authority Archives.
(101) Stanmore,up platform, was one exception of a smaller 
building with rear access.
(102) There were some exceptions. An example is the plan for 
Adamstown, signed by J. Angus on 27th November, 1890, 
State Rail Authority Archives. This shows a "ticket & 
parcels office". Another examples is the plan 
"Marrickville to Burwood Road - Waiting Sheds & Steps at 
Wardell Road & Campsie'' signed by H. Deane dated 4 th 
February, 1895.
(103) Plan of Rose Valley, contract dated 6th March, 893, 
unsigned, State Rail Authority Archives.
(10 4) Plain of Warren signed by H. Deane 2 3rd.Marrch '7,
State Rail Authority Archives.
In the modified design of Deane's pioneer 
building introduced at Grenfell in 1901, the store in the 
1897 design was shown either as a 'store', as in figure 58, 
or as an 'out-of' room as in figure 120 of a standard plan 
of a pioneer building. The use of 'store' as it applied 
to the two previous designs covered in many cases both 
parcels and 'out-ofs'.
In rural areas from 1893, the provision of 
parcels/out-of facilities became increasingly important.
By 1907, as shown in the photograph of Hilldale, engineers 
provided a store for two room structures. In 1917, an 
unknown engineer utilised a new design for use at Lake 
Cargelligo, as in figure 121. In that structure, the 
store doubled as a general waiting room. In the standard 
single room design of 1920, as in figure 43, the 'shelter 
shed' doubled as a store/general waiting room.
Deane's new 1893 design at Kiama provided for a 
"parcel & ticket office" and subsequent examples of this 
design, which engineers employed widely to 1929, contained 
a room in which the parcels business was transacted along 
with some other function (usually ticket selling). Some 
also contained a separate room for out-ofs. The 'out of' 
room was either built into the main building, as in the 
case of Coopernock in figure 122 or was a separate structure, 
as in the case of Moorland, shown in figure 123.
The public's use of the parcels service increased 
greatly after 1900. On many occasions, engineers had to 
provide increased space for parcels, as shown in figure 73 
of Finley, figures 124, 125 and 126, of Boggabri, Cobar 
and Tumut respectively.
The increased use of the parcels service was 
not restricted to country areas. Whilst Firth's 1895 
design for the three brick structures between Sydenham and 
Belmore, as in figure 127y and Wickham's 1929 design of all 
buildings for the East Hills line, did not contain any 
space for parcels - even in combination with another 
function, engineers had to extend most of these buildings 
to provide a parcels service. Figure 128 shows extensions 
to East Hills station to provide for a parcels office.
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On some occasions, engineers approved the use 
of overhead booking offices which also functioned as 
parcels o f f i c e s . F i g u r e  129 of High Street is an 
example.
From 1929, most examples of the new design 
which engineers were implementing provided a parcels 
service. In many cases, this was combined with the station 
master's or booking office. At larger stations, an 'out-of' 
room was also provided. Figure 130 of Gerringong shows the 
parcels office at the up end.
In 1965, Parker, introduced a new design of 
station building. He provided parcels offices where this 
facility was in existence at the time the structure was 
being replaced. This design was used up to 1980 and the 
parcels office was combined with the ticket office, as 
shown in figure 131 of Loftus. The parcels office window 
is to the right of the two ticket office windows.
The function of parcels and 'out-of' rooms has 
required internal access to the area by both staff and 
customers. In the larger buildings of the 1880s, engineers 
provided rear pedestrian access separate from the entry of 
travellers to the platform. From the 1890s, rear access 
was provided for carts and trucks but not for pedestrians.
It was not until the 1920s, as shown in figures 132 and 
133 of Leeton and Griffith, that rear access for both 
people and road vehicles became standard features.
The necessity to provide rear access to facilitate 
the transfer of parcels and to separate this function from 
passenger business has influenced the form of architecture 
from time to time. In country areas in the period between 
1880 and 1930, many buildings on platforms have featured 
transverse gables over the parcels offices as these rooms 
have been wider than others in the various structures because 
they had to accommodate areas for both the public and staff. 
The transverse gable over the parcels office was always 
balanced by another similar gable at or near the other 
building end, which again housed two distinct areas, namely 
the ladies' waiting room and ladies' toilet. Figure 20 of
(105) Plan No. 172/2 of High Street dated 19th June, 1914, 
Newcastle District Engineer's Office,is an example of 
the dual function, but the plan describes the structure 
only as a "booking office".
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Narrandera, and figures 134 and 135 of Coonamble and 
Narrabri and figure 132 of Leeton all show the same use 
of transverse gables over parcels offices.
For the urban areas of Sydney and Newcastle, the 
use of transverse gables or pavilions was restricted to 
Stanmore, Summer Hill and Petersham, all planned in the 
1880s. Engineers had a preference for off-platform 
parcels offices between 1890 and 1930. This is reflected 
in the use of overhead facilities as shown in figure 129 
of High Street in 1914 and in figure 136 of Redfern in 1891.
At Summer Hill in 1891 and Stanmore in 1913, 
engineers approved below track level facilities. Throughout 
the 1920s and 1930s, the railways administration continued 
to erect off-platform parcels offices, as. at Chatswood and 
Eastwood. In 1951, Fraser approved an off-platform parcels 
office at Granville, shown in figure 137.^^^ This was 
the first time an off-platform facility was located in 
isolation from other functions.
Since the planning of the facility at Granville, 
engineers have approved separate parcels offices, as 
Hurstville in 1965, Campbelltown in 1968 and Mount Druitt 
in 1972. These separate, off-platform structures have also 
been used at Leeton (date unknown) and Moree in 1962.^^^ 
However, on other occasions, engineers have also continued 
to incorporate on-platform parcels offices with station 
buildings, as in cases of Bourke in 1967, Coffs Harbour in 
1970 and Wellstonecraft and Thornleigh in 1978.
In all cases since the initial attempts to provide 
off-platform parcels offices in 1891, there has been no 
difference in the design of individual examples of the 
various designs in those cases where off-platform facilities 
exist. In these cases, form has not followed function. The 
reverse has applied. It has only been in the cases between 
1880 and 1930 where transverse gables have covered parcels 
offices that form has followed function. Both before and 
after that 50 year period, and in many instances during that 
time, function has followed form in regard to parcels offices.
(106) Plan of Granville parcels office signed by J. Fraser, 
24th August, 1951, State Rail Authority Way & Works 
Branch.
(107) Though the Moree structure also contains a booking 
office.
As engineers throughout the 125 year period 
designed the vast majority of structures without transverse 
gable over parcels offices, it would seem that the use of 
this design feature was related more to aesthetical 
purposes than to any practical consideration.
So far as 'out-of' rooms are concerned, form 
only followed function when engineers erected separate 
buildings. They used, almost exclusively,^10^  two designs 
throughout the 125 year period, namely the awningless, gable 
roofed structure as shown in figure 138 of Rowena^^^ and 
the skillion roofed structure as shown in figure 139 of 
Wingham (closest building).
When engineers incorporated 'out-of' rooms in 
the main structure, they never made any alteration to the 
form. In these instances, function followed form.
Regardless of location, engineers always placed double 
doors in the front and rear of these rooms.
6.3.2 PERISHABLE GOODS
Local primary producers have sought the provision 
of specific purpose structures designed for the protection 
of local perishable products whilst awaiting despatch by 
train.
Engineers have used a standard design, as indicated 
at Raleigh in figure 140, for all the different purposes.
They employed it as a cream shed at Roxburgh, a banana 
shed at Burringbar, a fish shed at Raleigh and an egg 
shed at Ganmain. 1^10^
. These structures were always situated away from 
the main building and contained double doors in front and 
rear. Because of the singular design of these structures, 
they did not necessarily accord with the architecture of 
stations. In view of the use of only one design for many 
functions, function consistently followed form.
(108) One of the few exceptions was at Bulli between 1887 and 
1900 when a semi circular roof was employed on the out- 
of shed. See G.H. Eardley, "The Bellambi & Bulli Coal 
Joining Company Railway" , Australian Railway Historical 
Society Bulletin, Vol. 27 No. 463, May, 1976 , p. 98.
(109) The illustration of Rowena shows the three structures, 
one for each type of parcel: freight in the goods shed, 
'out-ofs' in the 'out-of' shed and parcels in the station 
master's office in the main building.
Uses confirmed by local station masters.(110)
6.3.3 SYMBOLIC FUNCTIONS
Biddle and Spence have said of English railway 
stations that "in the important centres and even the 
larger country towns where there was civic pride in the 
local buildings, the station had to compete. Not only had 
it to be in keeping with the area, it had to look permanent. i ^  
If station buildings in New South Wales had to compete, 
the standard of architecture would have to have been high, 
if Mark Twain is to be believed. Twain commented that "one 
is sure to be struck by the liberal way in which Australasia 
spends money upon public works - such as legislative 
buildings, town halls, hospitals, asylums, parks and 
botanical gardens. I should say that where minor towns 
in Amercia spend $100 on the town hall and on public parks 
and gardens, like towns in Australia spend a$l,000". 1^12^
Part Four of this thesis lists the sources which 
relate to comments about the relativity of station buildings 
and the localities they serve. It is sufficient to indicate 
here that station buildings perform a broad symbolic function 
by generally reflecting the size and nature of the local 
environment in the size and standard of the station 
building. Generally speaking, people in a prosperous 
and/or important town usually expect their prosperity and/or 
importance to be recognised by the Government of the State.
Local residents have regarded station buildings as one way 
in which the Government is able to display this recognition.
In other sections of this chapter, consideration is given 
to the relationship between the function of one room and 
overall design. The symbolic function of,buildings 
relates not to one room but the whole structure. It 
includes aspects not necessarily related to utilitarian 
aspects, such as ornamentation, embellishment and the 
arrangement of rooms.
It is argued in this thesis that engineers have 
generally recognised the symbolic role of station buildings 
and have usually planned structures commensurate with the 
nature and size of the centres they serve. Because of an 
absence of data on the architecture of other public buildings
(111) G. Biddle & J. Spence, The British Railway Station, 
Newton Abbott, David & Charles, 1977, p. 7.
(112) S.L. Clemens, Mark Twain in Australia & New Zealand, 
p. 137.
in each centre, it is not possible to determine the 
relationship between railway stations and the standard 
of architecture of other public buildings.
The existence of the large number of first and 
second class type ornate buildings is sufficient to support 
the view that stations have performed a symbolic function.
The extent of symbolism is not only restricted to these types. 
By the use of different materials and building techniques, 
engineers have incorporated symbolic features into many of 
the station buildings they have planned. These are referred 
to in part four. On this basis, form has followed function, 
though there are many exceptions to which subsequent 
reference will be made.
6.3.4 MISCELLANEOUS
Station buildings have provided a number of 
miscellaneous services which local residents have demanded.
Where there has been no post master in the town 
served by the railway, the station master performed both 
duties. However, engineers seldom altered the design of 
structures to provide for this f a c i l i t y . T h e  minimum 
of space was allocated to the task, as indicated in a 
reference to the facilities at Greta in 1876. The Secretary 
for Railways wrote that although the"building was erected 
as a post, telegraph and railway station, it has been handed 
over to this department and the railway officer is in 
charge of the building ... a small proportion only being 
allocated to post and telegraph purposes".
In some instances, engineers erected separate 
accommodation for the postal services. Figures 141 and 142 
of Blackheath and Woy Woy indicate that the buidings were 
economic in construction. It would appear that, in both 
cases, the postal building was erected at a different time 
to the station building, thus explaining the architectural 
difference. In the case of Junee and Petersham, both dating 
from the 1880s, engineers approved separate buildings for 
postal services. However, these rooms accorded with the 
architecture of the main structure. Other than the above, 
there is^  no instance in which engineers altered the form 
to meet postal requirements.
(113) A total of 12 buildings had provision for a postal 
room. These are listed in appendix three.
(114) Minute by the Secretary for Railways dated 18th 
December, 1876, Railway Reports & Papers 1876- 
State Rail Authority Archives.
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Local residents were able to use the railway 
telegraph for private use. In reply to a question without 
notice, the Premier in 1894 said that "some of the railway 
telegraph offices are also public offices and, when open, 
messages are received and forwarded for any person 
requiring to forward messages." He said that Redfern
and Newcastle were examples. ^
Apart from making space available for postal 
services, the railway administration has responded to 
community requests for space for other purposes. The 
earliest example of the use of building space for non­
railway /postal services is the provision of refreshment 
rooms to which reference has already been made. In addition, 
engineers have provided space for bookstalls, confectioners 
and other small commercial undertakings. In no instance is 
there evidence to indicate that designs have been altered 
to provide for these services.
In some small centres, the railway station has 
been the only public building. Because of this, it has 
been the location of war memorials. Local residents have 
used station buildings for memorials in three ways. They 
have affixed honour rolls to the walls of buildings, as at 
Edgeroi in figure 143 and they have placed monuments on 
platforms, such as that at Rydal, shown in figure 144. As 
"in most cases the stations were not far from major roads 
and access r o a d s " , they have also used approaches to 
erect larger edifices, such as that at Gravesend, in figure 145.
On no occasion have engineers altered a building 
for the placement of monuments, etc.
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6.4 STAFF
Railway station staff have required space for 
the following purposes
(i) sale of tickets
(ii) receipt and despatch of parcels
(iii) servicing of lamps
(115) New South Wales Parliament, Parliamentary Debates,
1894 Session, Vol.69 1st series, 31st January, 18*9 4, p. 337 .
ibid.
J. M. Cooper, Commuter Interchange, unpub., 3rd year 
Dip. Town and Country Planning thesis, University of 
Sydney, 1967, p. 8.
(116)
(117)
(iv) operation of signalling and safe working 
equipment
(v) carriage heating
(vi) cleaning
(vii) general office accommodation
(viii) residences.
6.4.1 SALE OF TICKETS
Railway staff have sold tickets in three ways. 
Firstly, as at Albury, they have sold tickets from an 
office in the centre of the entrance way. Secondly, they 
have sold them through "a sort of dovecote orifice" ^ 
in the wall between the ticket office/station master's 
office and the general waiting room or, thirdly, they 
have sold them over a counter as at Sydney railway station 
in 1980. In no way has external form followed function.
6 . 4 . 2 PARCELS
This subject has been discussed under a similar 
heading earlier in the chapter.
6.4.3 CLEANING
This subject has been discussed earlier under 
the heading "toilets".
6.4.4 SIGNALLING AND SAFEWORKING
Whereas the Way & Works Branch and its predecessors 
and the Railway Construction Branch planned station buildings, 
the Signals and Communications Branch and its predecessors 
planned signal boxes. Until about 1910, no plans existed 
for the integration of signalling and station buildings.
From about 1910, provision was made for the installation 
of levers in station buildings, as in figure 146. This 
was nothing more than a covering over the signalling equipment. 
It was not until the planning of buildings on the East Hills 
line in 1929 ^ ^ ^  that engineers incorporated a fully 
enclosed signal box into the design of a station building
(118) J. Inglis, Our Australian Cousins, London, Macmillan, 
1880, p. 48.
(119) Plan No. 482/8/K signed by F. Wickham dated 6th October, 
1929, State Rail Authority Way and Works Branch Plan 
Room.
and it was not until Beaver approved the design of a new 
building for Nambucca Heads in 1943 that a signal box
was incorporated in other than one end or corner of a
. . ( 120 )structure.
In all instances in which engineers approved 
integrated signalling/station structures, not one differed 
from the architecture of those station buildings which did 
not contain signalling equipment. In other words, there 
was no difference in form whether or not a signal box was 
incorporated into a design.
6.4.5 LAMPS
Apart from the illumination of signals, station 
staff have been required to store kerosene for platform 
lighting. Engineers did not provide separate rooms for 
lamps and oils as part of the station complex until the 
planning of Willbriggie in 1881. Before that time and 
often after it, at station buildings with five or more 
rooms, engineers provided accommodation for lamps and oils 
within the porters' room. From 1859 to 1873, engineers 
positioned the lamp room at one end of the main station 
structure beneath one of the parapets as in the case of 
Scone, shown in figure 147 and 147A.
With the introduction of the new design first 
employed at Gunning in 1875, the lamp room was located in 
one of the out buildings in three room structures. It was 
either situated in its own structure, as at Dundee in 
figure 148 or as part of the men's toilet block as at 
Bomen, ,in figure 23. From 1892 , engineers located the 
lamps and kerosene in the cleaning passage between the 
two toilets, as at Kiama in figure 41. Engineers continued 
to use this design almost exclusively in urban areas up to 
1929 .
In country areas, engineers adopted a policy from 
about 1895 to 1919 of placing the lamp room in the same 
structure as the off-platform men's toilet as at Finley in 
1898 in figure 73 and at Oaklands in figure 74. Engineers 
sometimes used Deane's design in country areas between 1892
(120) Plan of Nambucca Heads signed by W. R. Beaver dated
18th May, 1943, State Rail Authority Branch Plan Room. 
The structure was planned around the existing signal 
frame which was located in the building centre.
and 1919 and, in the case of brick structures such as 
Galong in 1915, the store held the lamps, etc. in place 
of the off-platform structure. From 1919 to 1932, 
engineers continued to combine the men's toilet and the 
lamp room in the same structure in country areas but used 
pre-cast concrete blocks instead of timber, as in the case 
of Naradhan in 1929.
By 1930, the use of electricity and the introduction 
of power signalling had significantly reduced the need for 
separate lamp rooms. Station staff then placed their lamps, 
etc., either in the store room if one were available or in 
a separate, low cost shed away from the station building.
The inflamability of kerosene does not appear 
to have been an important factor in the location of lamp 
rooms. Engineers used many designs incorporating accommodation 
for lamps within the main structure. Even when they employed 
separate out-buildings, the location appears to have been 
dictated more by the architectural fashion demanding 
symmetry with other station buildings than by the volatile 
nature of the products. Function has followed form.
6.4.6 CARRIAGE HEATING
In country passenger trains not provided with 
steam or electric heating, railway station staff place 
'footwarmers' in the vehicles. ^  Staff at key country
stations heated these in footwarmer sheds which engineers 
normally located at or off the end of the platform, as at 
Cowra, shown in figure 149. At Canberra in 1965, the 
Commonwealth Chief Civil Engineer provided a new on-platform 
train heating room, shown in figure 150. This was the 
only heating room of brick construction.
The majority of footwarmer sheds were of gabled 
roof design with corrugated iron sheeting on all walls.
They were of sufficient dimension to permit shovelling of 
coal from a stockpile into a furnace. Their internal floor 
plan arrangement indicates that form did follow function.
(121) For a description, see R. Bremmer, "Hot Footing it 
the Rail Way", Roundhouse, Vol. 14 No. 1, October, 
1976, p. 22.
6.4.7 GENERAL OFFICE ACCOMMODATION
In buildings of seven or more rooms, engineers
provided rooms on some occasions for use by station clerks,
as at Sydney, in figure 13, or by traffic inspectors as at
Newcastle in figure 151. With only two exceptions, the
rooms which engineers approved were located in the main
station structure with no alterations to the form of the
overall structure. The exceptions relate to the second
Newcastle station, as in figure 152, and Hay station, as in
figure 153. In both of these cases, engineers altered the
roof to provide first floor accommodation in addition to
the ground floor space. Apart from the two storey combination
residence/office and some refreshment rooms, Hay and Newcastle
remain the only structures planned with ground and first 
(122)floors.
6.4.8 RESIDENTIAL ACCOMMODATION
Combination residence/office type structures are
those which combine office with residential space in three
(123)distinct configurations. It is patent that in these
instances form followed function.
6.5 CONCLUSIONS
Over 125 years the railways administration has 
largely provided the same functions in different forms.
To a significant degree, function has followed form. Changes 
in form that have occurred have been less the result of 
responses to the emergence or elimination of or changes in 
different functions than other factors. Five factors appear 
to have been responsible for changes in form. These are: 
the cost and amount of land available for construction; an 
awareness of the nature and extent of existing and future 
rail services; the quantum of available finance; prevailing 
architectural trends generally and the nature and size of the 
centre served by the station. These have also been the 
determinants in the amount of floor space allocated to each 
function.
(122) The second storey was added to Werris Creek in the 1920s. 
It has been railway policy to locate District Headquarters 
in structures other than station buildings.
(123) See floor plans of type 1 structures in chapter two.
Changes in form are, only to a small degree, 
a response to the emergence or removal of or change in 
different functions. Engineers have placed toilets at 
one end of structures or away from them because of adverse 
odours and social factors. They did not move toilets 
towards the centre of structures until the introduction 
of sewer systems and changes in general social attitudes 
involving women. Form has also been a response to the 
inclusion of residential and, to a far lesser degree, 
office accommodation, refreshment rooms, lamp and footwarmer 
rooms, parcels offices and the symbolic function.
The major function which has been eliminated 
relates to the provision of residential accommodation.
The reduction in the number of refreshment rooms has had 
no impact on station design as this function was often 
carried out in separate buildings or inside existing 
structures. In the late 1970s, the railways attempted 
to avoid carrying "small items of freight and parcels" 
which, in effect, meant the elimination of a parcels service 
at many locations. Notwithstanding the elimination of a 
parcels service at Normanhurst and its retention at Warwick 
Farm, engineers made no alteration to the designs of these 
two station buildings which were identical in all respects.
Some of the stations on the Cronulla line have no general 
waiting rooms yet they do not alter in form with those 
containing this facility. Thus, explanations other than 
changes in functions must be sought to explain changes in 
form.
, The functions that have altered form have been 
those requiring access other than by the provision of normal 
width doors. Engineers located toilets, attached residences, 
parcels offices, footwarming sheds, lamp rooms and special- 
purpose sheds in positions in which business could be 
transacted on different sections of the platform simultaneously. 
In each case, special access was provided - conventional 
doors were not adequate because of the functions. Thus,
(124) State Rail Authority, "Small Rail Freight", News 
Release, 23rd September, 1980.
(125) Minute dated 27th July, 1978, from Acting Secretary, 
Public Transport Commission, to Under Secretary, 
Ministry of Transport and Highways, entitled 
"Renovations and rebuilding programme. Proposed 
closure of stations for parcels traffic".
spatial and access considerations have been important.
Access problems have caused a separation of functions.
At many stations, a row of structures has existed - each 
one performing a separate function. With social changes 
affecting, for example, waiting room accommodation and new 
technologies eliminating the need for footwarmers, lamp 
rooms etc., some functions have disappeared. However, the 
form of station buildings has not manifested these differences.
There is a significant difference between rural 
and urban areas between 1895 and 1935 with a much greater 
emphasis in rural locations on the importance of parcel 
and "out-of" traffic. The greater availability of cheaper 
land also stimulated the disposal of functions over a 
wider space in the country whereas in Sydney the tendency was 
towards the placement of all functions in one central 
building.
With the introduction from 1930s of the policy 
espousing one building for all functions, engineers largely 
designed rectangular structures and placed all functions 
within them. This was stimulated by the need for a balance 
between economy and "railway stations ... sufficiently and 
efficiently manned", The high cost of labour from 
about 1970 has forced the introduction of designs which 
minimise the number of staff required to undertake the 
various functions. This has been achieved by the 
introduction of open office planning as in the case of 
Warwich Farm in 1978.
Over the 125 year period, there are many instances 
in whioh design has remained mostly constant, altering
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only in building length whilst the number of functions 
contained within examples of that design have altered.
Whitton's 1858 design of Campbelltown, Deane's 1892 design 
of Kiama, Hutchinson's 1920 concrete design and Parker's 
1955 design of Guildford, are examples of the widespread 
use of one design for a varying range of individual 
functions.
(126) G. Harriott, "There are Felons on the 9.15",
Sydney Morning.Herald, 19th January, 1981, p. 7.
Despite the introduction of new designs to 
meet new environmental conditions, examples of most designs 
which followed the initial prototype structure tended to 
display a basic core of functions, namely shelter, toilets, 
sale of tickets and parcels services, that had been 
featured in earlier designs. For example, Angus' 1891 
design of Redfern-Homebush structures omitted on-platform 
booking offices but this feature was incorporated into the 
design of Katoomba. Wickham's 1929 design of structures 
for the East Hills line omitted booking and parcels offices 
yet these were included in later examples. Hutchinson's 
1917 concrete designs had no general waiting rooms, yet 
these were included in subsequent structures, as at 
Macksville and Leeton.
Even where form has followed function, it is not 
sufficient to simply note the timing and extent of the 
relationship. It is the nature of change which is 
important. The stimuli to change in function, which 
have resulted in change in form, require investigation.
The two changes may or may not be related. In any case, 
the factors which have caused change require examination. 
This is the objective of Part Four.
APPENDIX ONE
BUILDINGS WITH GENTLEMEN'S 
WAITING ROOMS
Source : Appendix Nine to Chapter Three
Buildings With Gentlemen^ Waiting Rooms
Station
Cootamundra 
Porbes 
Katoomba 
Parkes
Parramatta No.4 
Penrith No. 3 
V/avert on No.1 (1 )
Date Does General Waiting 
Room Exist?
14- 03-1887 No
28-02-1893 Yes
08-01-1891 Yes
28-02-1893 Yes
03- 1859 No
04- 1862 Yes
15- 09-1892 in ONDO
APPENDIX TWO
NAMES OF HOTELS WITH RAILWAY
BASED NAMES
APPENDIX TWO
Names of Hotels with Railway Based Names
"Railway" Hotels
Albury
Armidale
Baan Baa
Bathurst
Bogan Gate
Boggabri
Bribbaree
Cessnock
Condobolin
Cootamundra
Cowra
Deniliquin
Fairfield
Gilgandra
Glen Innes
Grenfell
Gunnedah
Kandos
Kempsey West
Koorawatha
Lidcombe
Lockhart
Merrygoen
Millthorpe
Murrurundi
Muswellbrook
Parkes
Taranga
Temora
Warialda
Werris Creek
Willow Tree
Windsor
"Railway Family" Hotels 
825 George Street, Sydney.
"Railway Junction" Hotel
Dubbo
Redfe rn
Albury 
Coomanble 
Marualan 
Newcastle 
Pyrmont
Campsie 
Kurri Kurri
Auburn
Currabubula
"Railway View" Hotel
"Terminus" Hotels
Quirindi
Temora
Tocumwal
Wallsend
"Station" Hotels
Lismore 
North Sydney
"Locomotive" Hotels 
Junee
Tamworth West
"Great Northern" Hotels
Byron Bay Teralba
Grafton South Wallsend
Kempsey West Chatswood
Newcastle
"Great Western" Hotels
Cobar 
Gwabegar
Orange
Broadway & Balfour Streets.
SOURCE : Licences Reduction Board of. New South Wales,
Computer List of Registered Hotels, Motels Etc., 
unpub. document, various pages.
APPENDIX THREE
BUILDINGS WITH POST OFFICES
Source : Appendix Nine, Chapter Three
i  i2 u
B u ild in gs  With Post O f f ic e s .
(O ther than Shared P a c i l i t i e s . )
St ation# P a te .
Auburn 23-12-1886
B e x h il l
oocr>1O1o
C l i f t o n  North 06-10-1885
Coolamon
Curlew is 19^01-1900
Ingleburn  No.1 1901
L in d f ie ld  N o .2/3 09-10-1900
Mullumbimby (2 ) 22-09-1902
Nashua (2 ) 03-09-1908
Petersham No.1 07-08-1885
Woy Woy (1 )
Yerong Creek (2 )
'îai
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FIGURE 67 ROYAL NATIONAL PARK
FIGURE 68 - COI'iO 
(FRONT WALL SUBSEQUENTLY
COVERED IN)
1 2  G
FIGURE 69 PORT KEKBLA FORTH
FIGURE 70 - LIDCORBE
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FIGURE 72 - BURWOOD
i 28
FIGURE 73 -  FINLEY
FIGURE 74 -  OAKLANDS
FIGURE 75 - AYLKERTON
FIGURE 76 GALONG
i 30
FIGURE 77 - FASSIFERU
FIGURE 78 - GRIFFITH
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FIGURE 79 
GLENCOE
FIGURE 80 
GLENBROOK
i 32
FIGURE 81 - WALCHA ROAD 
(LADIES' WAITING ROOM IS AT THE 
LEFT OF THE MAIN BUILDING)
FIGURE 82 - MARINNA
(LADIES' WAITING ROOM IS 
ON THE LEFT)
i O ) f  C  V
FIGURE 83 - OLD JUNEE 
(LADIES' WAITING ROOM IS AT 
THE RIGHT OR THE MAIN BUILDING)
FIGURE 84 - KIWONG (ENTRANCE TO LADIES' TOILET 
AT RIGHT END)
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FIGURE 85 - FLEMUTGTON
FIGURE 86 - ILLABO
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FIGURE 87 -  MUNCrINDI 
TOILETS ARE ON THE LEFT SIDE
FIGURE 88 - MARINNA
13C
FIGURE 90 C0R0WA
COROWAFIGURE 91
FIGURE 92 - GANMAIN 
LADIES' WAITING ROOM AND TOILET 
ARE IN THAT PART WITH THE BROKEN 
WINDOW AND SMALLER WINDOW TO THE 
RIGHT.
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FIGURE 93 - EMIT BAA 
LADIES' WAITING ROOM IS IN 
AWNINGLESS GABLE ROOFED BUILDING
FIGURE 94 - WHITTINGHAM
i 39
FIGURE 95 - TELARMI
FIGURE 96 - TELARMI 
TOILET BLOCK IS ON THE EIGHT
i 40
FIGURE 98 - CHELTENHAM
FIGURE 97 - CHELTENHAM
' - i 41
FIGURE -100 - CULCAIRN
FIGURE 101 - CULCAIRU
FIGURE 102 - YAHOO 
MEN'S TOILET IS FIRST DOOR 
FROM THE RIGHT
FIGURE 103 - BERRIGAN
MEN1S TOILET IS FIRST DOOR TO THE
LEFT OF THE OPEN FRONTED WAITING
ROOM
FIGURE 104 - PARKVTLLE
i 4 4
FIGURE 105 - MITTAGONG
FIGURE 106 WEKRIS GREEK
FIGURE 108 - WHITTON
i 1 6
FIGURE 110 - COWRA
WARIALDA
l ;  ^
FIGURE 111 -
FIGURE 112 - BREEZA
FIGURE 114 - QUEARBETAR
i 49
MASTETATION
FIGURE 115 - TAREE
FIGURE 116 JUREE
i 50
FIGURE 117 -  HAY
FIGURE 118 -  BUUGENEORE
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FIGURE 122 - COOPERUOOK
FIGURE 123 MOORLAUD
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FIGURE 124 - BOGGABRI
FIGURE 125 - COBAR
i 56
FIGURE 126 -  TUTTÜT
FIGURE 127 -  FEMORE LINE
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FIGURE 128 - EAST HILLS
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FIGURE 129 - HIGH STREET
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FIG-TIRE 13 0  -  GERRUTGONG
FIGURE 1 3 1  -  LOFTUS
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FIGURE 132 - LE ETON 
EXTENSION TO PARCELS OFFICE 
IS AT RIGHT
FIGURE 133 - GRIFFITH
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FIGURE 134 - GOONAMBLE
FIGURE 135 NARRABRI
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FIGURE 147 - SCONE
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FIGURE 152 - NEWCASTLE
FIGURE 153 - HAY
CHAPTER SEVEN
STATEWIDE & LOCAL FACTORS
7. STATEWIDE AND LOCAL FACTORS
7.1 INTRODUCTION
This chapter lists political, economic and 
social data which have formed part of the overall 
environment in which decision making about stations has 
taken place. Two types of data are presented: firstly, 
aspects which have applied to all stations, such as the 
period in office of Ministers for Transport, the amounts 
allocated annually to the railways administration for 
capital works and changing social attitudes towards 
travel. The second type of data is local in nature.
It includes matters relating to the size, nature and
land use of individual centres served by each station.
Data in this second category relates only to one station.
The chapter relates only those aspects of the 
environment which are of a numerate discipline. Part four 
lists additional factors which, combined with these in 
this chapter, are of a non-statistical naturei
7 * 2 UNIVERSAL DATA
7.2.1 POLITICAL AND ADMINISTRATIVE
Table 7.1 hereunder is a list of Commissioners 
for Railways.
TABLE 7.1
List of Commissioners
Period of Tenure Name Title
May 1855-July 1855
23/7/1855-22/7/1857
23/7/1857-14/1/1861
15/1/1861-Jan 1878
29/1/1878-Oct 1888
Oct 1888 - 1897
5/10/1897-3/4/1907
4/4/1907-3/4/1914
4/4/1914-21/12/1916
1/1/1917-30/11/1929
1/12/1929-21/3/1932
23/3/1932-1/8/1932
C'apt. Ward 
Capt. Mann 
Capt. Martindale 
John Rae
Charles Goodchap 
E.M.G. Eddy 
C.N.J. Oliver 
T.R. Johnson 
J. Harper 
J. Fraser 
W.J. Cleary 
C.J . Goode
Chief Commissioner
Commissioner
II
Chief Commissioner
Chief Transport 
Commissioner
Period of Tenure Title
2/3/1932-28/12/1932 
29/12/1932-30/9/1948 
1/10/1948-4/2/1952 
5/2/1952-22/8/1952 
1/9/1952-31/7/1956 
1/8/1956-19/10/1972 
20/10/1972- /12/1975
/4/1976-12/11/1979 
1/7/1980-31/12/1980
SOURCE : Book 2, p.
Name
W.J. Cleary 
T.J. Hartigan 
F.C. Garside 
K.A. Fraser 
R. Windsor 
N. McCusker 
P. Shirley 
A .S . Reiher 
D. Hill
30, State
Chief Commissioner 
Commissioner
IV
VI
IV
II
Chief Commissioner
VI II
Chief Executive
Rail Authority Archives.
Table 7.2 below is a list of the Ministers 
responsible for the administration of the rail system, 
showing their electorates and former occupations.
TABLE 7.2
Responsible
Minister Period Electorate
Former
Occupation
G.R. Nicholls 1856 Northumberland
Boroughs
Solicitor
T .A . Murray 1856 Southern Boroughs Pastoralist
J. Hay 1856-57 Murrumbidgee I I
T.A. Murray 1857-58 as before t l
J. Robertson 1858-59 Bligh/Upper Hunter II
E. Flood 1859 Cumberland II
G. Eagar 1859-60 West Sydney Merchant
W.A. Arnold 1860-61 Paterson Pastoralist
f l 186.1-63 I t l l
A.T. Holroyd 1863-65 Parramatta Barrister
W.A. Arnold 1865 as before
T.W. Smart 1865-66 Glebe Retired
J. Byrnes 1866-68 Parramatta I I
J. Sutherland 1868-70 Paddington Builder
II 1870 I I I I
I I 1872-75 I I I I
J. Lackey 1875-77 Cumberland Pastoralist
E. Combes 1877 Bathurst Civil Engineer
J. Sutherland 1877-78 as before
J. Lackey 1878-83 Bathurst/East 
Macquarie
Civil Engineer
R e s p onsible
M i n i s t e r
ii
Period
75
E l e c t o r a t e
Former
O c c u p a t i o n
A. Stua r t 1883 I l l a w a r r a M e r c h a n t
F.A. W r i g h t 1883-85 Redfern II
H.S. B a d g e r y 1885 M o n a r o Stock/W7o o l b r o k e r
W .J . Lyne 1885 Hume P a s t o r a l i s t
J. G a r rard 1885-86 B a l m a i n E n g i n e e r
W.J. Lyne 1886-87 as before
J. Sut h e r l a n d 1887-89 Redfern B u i l d e r
J. F l e tcher 1889 N e w c a s t l e M ine M a n a g e r
B. Smith 1889-91 Glebe B a r r i s t e r
J.H. Y o u n g 1891 H a s t i n g s  & M a n n i n g C o m m i s s i o n  A g e n t
W.J. Lyne 1891-94 as before
J.H. Y o ung 1894-99 M a n n i n g C o m m i s s i o n  A g e n t
C .A . Lee 1899 Te n t e r f  ield S t o r e k e e p e r
E.W. O ' S u l l i v a n 1899-1901 Q u e a n b e y a n J o u r n a l i s t
II 1901-04 II II
W. B e n n e t t 1904 D u r h a m N e w s p a p e r m a n
C.A. Lee 1904-07 as before
II 1907-08 II
II 1908-10 II
A. G r i f f i t h 1910-13 Sturt
A. G r i f f i t h 1913-15 A n n a n d a l e S c h o o l  te a c h e r
J.H. Cann 1915-16 S t u r t M i n e r
R.T. Ball 1916-20 C o r o w a I r o n f o u n d e r
J. Estell 1920-21 W a l l s e n d / N e w c a s t l e M i n e r
II 1921 N e w c a s t l e II
T. H e n l e y 1921 Ryde B u i l d e r
J. Estell 1921-22 as before
T. H e n l e y 1922 II
M.M. F l a n n e r y 1925-27 M u r r u m b i d g e e T i m b e r c u t t e r
W.J. R a t c liffe 1927 B o t a n y / A l e x a n d r i a T r a m d r i v e r
E .A. B u t t e n s h a w 1927-30 Lachlan F a rmer
M.A. Da v i d s o n 1930-32 Cobar M i n e r
J. M c G i r r 1932 B a n k s t o w n C h e m i s t
M.F. B r u xner 1932-41 T e n t e r f i e l d G r a z i e r
M. O ' S u l l i v a n 1941-50 Pad d i n g t o n P a i n t e r
W.F. Sheahan 1950-53 Burrunj uck B a r r i s t e r
J.J. C a h i l l 1953 Cooks River F i t t e r
C.E. M a rtin 1953 W a v e r l e y Scho o l  teacher
E. W e t h e r e 11 1953-56 Cobar M i n e r
A.G. E n t i c k n a p 1956-60 M u r r u m b i d g e e O r c h a r d i s t
Responsible
Minister
Former
OccupationPeriod Electorate
J.M.A. McMahon 
M.A. Morris 
W.C. Fife 
J.C. Bruxner 
P.F. Cox
1960-65 Balmain 
1965-75 Maitland 
1975 Wagga
1975- 76 Tenterfield
1976- 80 Auburn
Shopkeeper 
Industrial officer 
Businessman 
Grazier
Public Servant
SOURCE: From 1856 to 1956 New South Wales Parliament,
Parliament Record, 19th ed., Vol.1, Sydney, 
Government Printer, 1957;
From 1957 to 1964 C.A. Hughes & B.C. Graham, 
Australian Government and Politics, 1890-1964, 
Canberra, Australian National University Press,
1 968^  1965tro1 9 74 C.A. Hughes, Australian Government 
and Politics 1965-80, Canberra, Australian National 
University Press, 1977, (with postscript).
Public opinion has viewed the provision of
railways as a means of increasing primary production.
Fitzpatrick argued that "the first Australian railway
was projected with an intention of facilitating the
freighting of wool and other produce of the interior to 
( 1 )Sydney In 1861, the New South Wales Parliament
passed the Robertson Land Acts aimed at the purchase of
land for farming by men of moderate means. However, they
struck many problems. "The high cost and difficulty of
(2)transport were further problems for the selectors."
Mindful of these problems, Governments espoused the 
essentiality of railways for the development of grazing 
and farming areas. Sinclair writes that Governments were 
"emboldened to take steps to ensure the continuance of 
output increase for overseas markets in response to growing 
pressure from those who wished to share the fruits of such 
development. The provision of an infrastructure of transport 
and other capital equipment was seen as a pre-condition 
of this. . . " . ^
Mindful of the history of the association between 
railways and land policies, the political factors making up 
the environment must include the New South Wales legislation 
relating to closer settlement. Table 7.3 sets out the 
Parliamentary Acts on the subject between 1855 and 1965.
(1) B. Fitzpatrick, The British Empire in Australia 1834-1939, 
Second Ed., Melbourne, Macmillan, 1949, re-issued 1969,
p .100.
(2) B. Mitchell, The Australian Story and its Background, 
Melbourne, Cheshire, 1968, p. 148.
(3) W.A. Sinclair, The Process of Economic Development in 
Australia, Melbourne, Cheshire, 1976, p. 171.
TABLE 7.3 •
Date
1861
1862
1875
1880
1884
1889
1895
1898
1899 
1901 
1901 
1904 
1906 
1908 
1913 
1916 
1934 
1941 
194 2 
1949 
1955 
1965
SOURCE:
L i s t  o f  C loser  Sett lement L e g i s l a t i o n
T i t l e
Lands Acts (2)
Torrens Real P roperty  Act 
Crown Lands Act
II
fl
Western Lands Act
C loser  Sett lement Act
C loser  Sett lement (Amendment) Act
II
Conversion Act
Crown Lands Conso l ida t ion  Act  
C loser  Sett lement Act 
Western Lands (Amendment) Act
S o ld ie r  Sett lement Act
<
Western Lands (Amendment) Act
S o ld ie r  Sett lement (Amendment) Act
Crown Lands (Removal o f  R e s t r i c t i o n  on Tenure) Act
C.J. King, "An Outl ine  o f  C loser  Sett lement in 
New South Wales - The Sequence o f  the Land Laws 
1788-1956", Review o f  Marketing and A g r i c u l tu ra l  
Economics , Vo l .  25 Nos. 3 and 4, September and 
December 1.957 , pp. 1-29 0. The above i s  not an 
exhaustive  l i s t .  The 1965 Act is  my own 
a d d i t i o n .
As eq u a l ly  important as the land l e g i s l a t i o n  is  
l e g i s l a t i o n  r e l a t i n g  to  the adm in is tra t ion  o f  ra i lw ays .
Over the 125 year p e r iod ,  var ious o rga n isa t ion a l  s tructures  
have managed the ra i lw ays .  These have ranged from one to 
seven Commissioners, a l l  based on s ta tu te  from corporate  
so les  through var ious commissions and a u th o r i t i e s .
Table 7.4 se ts  out the l e g i s l a t i o n  from 1855 to 1980 
which, in t e r  a l i a ,  has a l t e r e d  the o rgan isa t ion  o f  the 
r a i lw a y s .
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TABLE 7.4
List of Government Railways and Related Acts
Year of
Legislation Title of Act
1858
1888
1901
1912
1888
1916
1920
1923
1924
1925
1928 
1 929
1930 
1941
1943
1944
1945
1951
1952 
1955 
1965 
1968 
1971 •
1929
1931
1946
1930 
1936 
1950
1953
1957
1958
1961
1962
1963
Government Railways
IV II
II II
II II
Government Railways Act Amendment 
Government Railways (Amendment)
II II II
II VI IV
II IV II
II 
IV 
II 
II 
VI 
II 
II 
II 
IV 
II 
II 
II
II II II
VI II VI
Government Railways Amendment (Officers)
Government Railways & Main Roads (Amendment)
Government Railways & Sydney Harbour Trust 
(Financial Provisions) 1945
Government Railways & Tramways Appropriation
Government Railways & Transport (Amendment)
II II II II
II II II II
II II II II
II II II II
II II II II
II II II II
IV It VI II
II
IV
II
IV
II
II
VI
II
II
II
II
II
!
Year of
Legislation Title of Act
1964 Government Railways & Transport (Amendment)
1970 M ii ii ii
1972 ii n H ii
1902 Government Railways (Commissioner's Salary) 1901
1916 Government Railways (Further Amendment)
1934 Government Railways (Further Powers)
1931 State Transport (Co-ordination)
1947 State Transport (Co-ordination) Amendment
1954 ii ii ii ii
1950 Transport & Highways
1964 Transport Commissioners (Superannuation)
1932 Transport (Division of Functions)
1940 Transport (Division of Functions) Amendment
1952 II II II II
1956 II II II II
1957 II II II 11
1956 Transport (Division of Functions) Commissioner 
For Railways
1952 Transport pivision of Functions) Further 
Amendment
1930 Transport
1943 Transport (Administration)
1942 Transport (Amendment)
1943 11 II
1945 II II
1952 II II
1960 II II
1961 II II
1972 Public Transport Commission
1980 Transport Authorities
SOURCE: Legislative Council, Alphabetical List of Acts, 
Sydney, Government Printer, 1973.
7.2.2 FINANCIAL AND ECONOMIC
Table 7.5 sets out the number of miles of railway
which the Government has opened since 1855, the annual 
capital expenditure and the operating surplus for each 
year from 1855 to 1980.
i 80
Until 1978, it has not been possible to 
disaggregate the total capital expenditure figure into 
sectors, such as rollingstock, signalling and station 
construction. Even from 1978, disaggregated data is not 
made available to the public. Figures have only 
traditionally been made available to the public for 
particular projects. Thus, it is not possible to compare 
the amount of funds in any one year expended on station 
buildings with, for example, locomotive acquisitions.
TABLE 7.5
Mileage, Capital Expenditure & Operating Surplus
Year ended Miles Capital Operating
31/12/ Opened Expenditure Surplus
$m $m
1855 14 0.1 0.006
56 9 0.1 0.020
57 1 7 0.4 0.024
58 15 0.2 0.036
59 Nil 0.1 0.028
1860 15 0.5 0.022
61 3 0.5 0.026
62 24 0.6 0.070
63 27 0.8 0.054
64 19 0.7 0.086
65 Nil 0.9 0.114
66 Nil 1 .0 0.124
67 61 1 .0 0.142
68 43 1 .0 0.160
69 71 1 .0 0.176
1870 21 1 .0 0.202
71 19 0.4 0.316
72 41 0.6 0.434
73 5 0.2 0.492
74 Nil 0.7 0.556
75 . 34 1 .8 0.636
76 72 1 .0 0.706
77 89 1 .6 0.792
78 90 1 .6 0.732
79 46 2.6 0.694
1880 115 3.2 1 .000
81 146 4.3 1 .400
82 273 4.4 1 .500
83 52 4.8 1 .500
84 298 5.4 1 .600
85 114 5.6 1.400
86 157 5.1 1 .300
87 147 2.8 1.500
(In 1887 financial year altered to end 30th June.)
1888 78 2.0 1 .500
89 57 1 .3 1 .800
1890 1 1 2.4 2.000
91 Nil 6.2 2.200
92 3 3.6 2.200
93 166 2.2 2.200
94 150 1 .2 2.200
95 30 0.9 2.400
96 Nil 0.8- 2.200
97 108 0.8 2.600
98 52 1.0 2.600
99 15 1 .4 2.600
01
02
03
04
05
06
07
08
09
10
11
12
13
14
15
16
17
18
19
20
21
22
23
24
25
26
27
28
29
30
31
32
33
34
35
36
37
38
39
40
41
42
43
44
45
46
47
48
49
50
51
52
53
54
55
56
57
58
59
ended
i 81
Miles Capital Operating
Opened Expenditure Surplus
$m $m
105 1 .8 2.6
80 1 .5 2.9
113 3.2 2.6
142 2.4 1 .9
162 1 .4 2.2
Nil 0.6 2.9
110 1 .0 3.8
63 0.8 4.4
20 2.2 4.4
151 3.4 4 .1
20 4.0 4.4
11 7 4.2 4.4
72 5.7 4.6
158 7.2 4.6
38 9.8 4.2
167 8.6 4.6
54 9.4 4.6
249 7.4 4.8
24 2 4.6 6.0
145 2.8 6.0
191 4.6 7.0
27 7.0 6.2
63 8.6 8.0
201 8.2 9.0
205 5.8 9.2
133 8.4 9.6
86 12.1 8.8
8 12.4 10.2
1 1 7 16.2 8.4
73 16.6 9.2
34 7.6 5.6
79 4.2 4.6
81 2.6 4.8
39 0.8 6.8
Nil 0.882 7.2
Nil 3.534 8.8
Nil 5.084 10.2
Nil 4.520 10.8
Nil 5.15 11.4
6 4.62 9.2
21 3.6 10.6
Nil 3.5 12.0
Nil 4.484 11.8
Nil 3.98 13.4
Nil 4.456 13.8
Nil 3.2 13.8
Nil 4.712 12.6
Nil 6.4 8.8
Nil 11.25 11.6
Nil 16.38 7.8
Nil 21 .62 1 .6
Nil 31 .82 0.5
Nil 42.32 9.6
Nil 36.5 12.4
Nil 26.0 12.6
Nil 25.0 9.8
Nil 27.4 0.9
Nil 25.0 6.6
Nil 25.2 3.6
Nil 22.884 9.6
Year ended Miles Capital Operating
30/6/ Opened Expenditure Surplus
1960 Nil
$m
22.2
$m
14.0
61 Nil 18.4 20.2
62 Nil 17.5 17.4
63 Nil 16.2 23.8
64 Nil 16.3 25.0
65 Nil 18.5 26.0
66 Nil 15.5 15.5
67 Nil 17.6 28.3
68 Nil 26.8 30.0
69 Nil 24.5 23.3
1970 Nil 24.0 29.6
71 Nil 24.0 9.0
72 Nil 29.75 2.8
73 Nil 56.34 - 39.4
74 Nil 48.78 - 82.5
75 Nil 81 .0 -153.1
76 Nil 105.2 -184.8
77 Nil 137.7 -264.9
78 6 192.3 -314.6
79 6 182.9 -358.0
1980 Nil 220.2 -316.2
NOTE: The figures for the period 1973 to 1980 include
expenditure for buses and ferries which the
Public Transport Commission operated in addition
to the rail system for the time of its existence
SOURCES : Capital expenditure figures from 1855 to 1859
are taken from New South Wales Department of 
Railways, Annual Report to 30th June, 1956,
Sydney, Government Printer, 1956, Appendix 8, 
p. 82. Capital expenditure figures from 
1860 to 1900 are from N.G. Butlin, Investment in 
Australian Economic Development, 1861-1900,
Canberra, Australian National University 1972, 
table 69, p. 322. Capital expenditure figures 
from 1901 to 1972 are from various New South Wales 
Year Books. The figures for 1973 to 1979 are from 
various Annual Reports of the Public Transport 
Commission and the 1980 figure is from the 
Treasurer's 1980 Loan Speech.
Mileage figures for the period 1855 to 1956 are 
from Department of Railways, Annual Report 1944/45, 
Sydney, Government Printer 1945, Appendix 8, pp.82-84. 
Figures for 1956 to 1979 are from various annual 
reports and for 1980 from the draft annual report 
of that year.
Operating budget figures for the period 1855 to 1956 
are from Department of Railways, Annual Report 
1955/56, Sydney, Government Printer 1956, Appendix 8, 
pp.82-84. Figures for 1957 to 1961 are from 
Department of Railways, Annual Report 1960/61,
Sydney, Government Printer 1961, appendix 8, p.37 
and from 1961 to 1980 from various annual reports.
The figure for 1980 is from the Treasurer's 
Financial Statement, 1980. These figures are 
exclusive of interest payments.
7.2.3 SOCIAL
It is virtually impossible to list any social
factor which is of a numerate discipline and is thereby
appropriate in this chapter. Castles has endeavoured
to put forward a list of events which have some social 
/ 4)relevance. However, any similar attempt to construct
such a format would be arbitrary, lack objectivity and 
be largely useless.
7.3 LOCAL DATA
Appendix one to this chapter sets out a number 
of political and economic criteria which are
unique to each rail head.
It is a record of the available details of 
the centre served by each station. The dates of schools 
and post offices are the dates of the first permanent, 
full-time Government establishment at each centre. The 
population, general store and hotel details are those 
applicable to the census year closest to the year prior 
to the opening of the railway. It is also indicated 
whether the centre was the seat of a District Court in 
the year of- the railway opening whilst the dates for 
municipal incorporation and establishment of courts of 
petty sessions are those when these proceedings were 
commenced.
In short, appendix one is a partial measurement 
of the development of the town at each rail head immediately 
prior to the opening of each railway line.
7.4 CONCLUSIONS
When the dates of key station building design 
changes are contrasted against the data shown in this 
chapter, it is seen that there is no relationship between 
design changes and the term of office of Ministers or 
Commissioners. There is also no link with changes in 
enactments relating to closer settlement of rural lands.
(4) A.C. Castles (Ed.), Australia - A Chronology & Fact 
Book, New York, Oceana Publications, 1978.
In respect of the levels of capital expenditure
and annual financial surpluses, there is no consistent
t hi srelationship. Howeveryis not to say that there is a 
link between design and policies espousing economy.
There may well be a link between capital and operating 
funds but it is impossible to determine without a 
disaggregation of total railway capital funding.
By the nature of the material, it is not possible 
to formulate data on social matters for the purpose of 
this chapter.
So far as local data is concerned, there is an 
imprecise relationship between building size and the 
nature and size of the centre served. Towns with over 
1000 people prior to the coming of the railway usually 
received buildings of eight or more rooms and towns with 
under 50 people normally received one or two room 
structures. However, there appears to be no consistent 
policy in relation to towns between 50 and 1,000 people 
and the size of the station building.
The information indicated in this chapter supports 
the argument that there is no single universal explanation 
for the utilisation of specific designs at each location. 
Whilst this is generally the case, it can be argued 
that differences in land use, namely a distinction 
between urban and rural locations, does account for 
some explanation of design changes over the same period 
of time. The relationship in the preceding paragraph 
demonstrates this.
So far as change over time is concerned, there 
is a rough link between the dates of railway legislation 
listed in table 7.4 and the introduction of new designs.
It could be said that this is not surprising considering 
that legislation was enacted in 63 of the 125 years under 
examination. Clearly, the question of the nature of the 
relationship needs further consideration, taking into 
account the nature of the legislative changes. This 
aspect is investigated in Part Four.
ifco
APPENDIX ONE
A LIST OF LOCAL DATA
SOURCES :
Population figures have been extracted from 
the census records held by the Australian Bureau of 
Census and Statistics. Dates of schools are obtained 
from J. Fletcher and J. Burnswood, Government Schools 
of New South Wales 1848-1976, Sydney, Department of 
Education, 1977. Dates of post office openings are 
from internal records of Australia Post and the 
Philatelic Association of New South Wales. Constitutions 
of Municipalities are from internal records of the 
Department of Local Government. Police headquarters and 
courts are from internal records of the Magistrates 
Courts Administration. Details of general stores and 
hotels are from annual commercial, directories, such 
as Sands, for various years.
NOTE ON USE OP DATA
.'/here no statistics are shown, none was available. The 
word "nil" indicates that information about the town 
was available but stated that there was no facility 
of the type noted in the appendix. An asterisk means 
that the court etc. was opened at the time of the 
arrival of the railway. If a town possessed in excess 
of five hotels and general stores, the numer and sign
"5+" are shown
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CHAPTER EIGHT
MATERIALS BUILDING METHODS
8 . MATERIALS AND BUILDING METHODS
8 *1 INTRODUCTION
This Chapter examines the materials and methods 
of construction available to decision makers and the 
significance of these and related resources in the 
formulation of station design policies.
8.2 MATERIALS
According to published material, New South Wales
held abundant, natural resources which were more than
adequate for domestic building needs.
Coghlan said "...the Colony has no need to import
building materials of any description, as it possesses a
supply amply sufficient to provide for its own wants and
those of its neighbours:.^  He went on to say that "...
in every part of the Colony excellent clays, well adapted
for brick making purposes, are extensively works. Slates
(2)are found m  several districts..." Pittman and Baker
( 3 )refer to many areas where stone is available. Baker says
"...so many localities are known from which lithic building
( 4 )material can be procured ..." In relation to timber, Maiden
and Coghlan refer to the existence of softwoods along the
( 5 )coast and mountain regions. "West of the range, where the
tableland sinks down to undulating country and vast plains..., 
the vegetation changes to scrub and open forest, consisting 
of eucalypts such as Murray Red
Gum along the water courses with several varieties of Box, 
Ironbark and Cypress Pine."^ Duckworth says "inland, lies 
a large area of gums, hardwoods and stringybarks, whilst out 
west ex-tending as far as the Hay, Cobar and Moree districts,
(1) T.A . Coghlan, The Mining Industry of New South Wales, 
Sydney, Government Printer, 1900, p. 40.
(2) ibid.
(3) E.F. Pittman, The Mineral Resources of New South Wales, 
Sydney, Government Printer, 1901, p. 444 and R.T. Baker, 
Building and Ornamental Stones of Australia, Sydney, 
19X571?. 18“
(4) ibid. He says that ".. with the opening up of the country 
by railway extension, these and other fields may be still 
further developed".
(5) J.H. Maiden, Notes on the Commercial Timbers of New South 
Wales, Sydney, Government Printer, 1904, p. 2 and T.A. 
Coghlan, The Timber Resources of New South Wales, Sydney, 
Government Printer, 1900, ¡7 T3.
(6) New South Wales Department of Lands, Suitability of New 
South Wales Timbers for Railway Construction, Sydney, 
Government Printer, 1905, p. 1.
we find areas containing cypress pine and box". Local
timber of all descriptions was widely used for "ordinary
building construction". '
Notwithstanding the foregoing assurances about
the adequacy of local building resource material, the
pattern of existence of those resources was not uniform
throughout the State. Some areas had an abundance of supply
of some materials whilst others had shortages. In addition,
the quality of local resources was sometimes inferior. This
was especially the case in relation to timber and it was
officially recognised that New South Wales "does not possess
(9)softwoods of equal quality (to overseas softwoods).
Threequarters of Australia's production of timber consisted
of hardwoods and 35% of the total timber used in Australia
has been imported. Northern New South Wales has been
the largest supplier of softwoods and 'cypress pine in the
low rainfall areas of N.S.W. ... takes second place'.
Despite the apparent abundance of local products,
the Government in 1855 instructed that a temporary building
be erected at Sydney for the opening \of the line and the
engineer at the time chose a man made material, namely
(12)corrugated iron, for the exterior walls and roof. The
engineer used corrugated iron sheeting for the Sydney terminus
(13)because it "can be applied with a minimum of skill" and
(14)because of its low acquisition cost. Other than Newtown
and Ashfield, all buildings on the original line to Parramatta 
were erected in timber of corrugated iron and timber.
( 1 )
(7) A. Duckworth, The Timber Industry of New South Wales, 
Sydney, W.E. Smith Ltd. , 1902 , p. 3 ~.
(8) New South Wales Department of Lands, Suitability of New 
South Wales Timbers, p. 2
(9) R.D. Hay, "The State's Consumption and Supply of 
Softwood", Agricultural Gazette of New South Wales,
Vol. 15 No. 9, 2nd September, 1904, p. 837.
(10) I.H. Boas, The Commercial Timbers of Australia, Melbourne, 
Government Printer, 1947, pp.l & 2. Figures are 
unavailable for New South Wales.
(11) ibid.
(12) G. Gilder, "The Early History of the Railways of New 
South Wales", Journal of the Royal Australin Historical 
Society, Vol. 17 No. 4, 1931, p. 236.
(13) F.S. Merritt, Building Construction Handbook, Second Ed., 
New York, McGraw Hill, 1965, pp. 15-18.
(14) A.A. MacFarlane, Architectural Supervision on Site,
London, Applied Science Publishers, 1973, p. 104.
When Whitton approved the new design at Campbelltown 
in 1858, he selected brick for wall construction. From that 
time until 1884 he consistently used brick where the material 
was available. Giving evidence to the Parliamentary Select 
Committee on Railway Extension in 1869, Whitton defended the 
use of brick by arguing that "the cost of stations amounts
(15)to a very small proportion of the total cost of the lines".
Whitton did not consider that New South Wales station
buildings were excessive in cost of size. He said "I do
not believe any line in the world can show such miserable »
station houses as some we have here". When asked whether
he thought timber would be sufficient for "ordinary stations"
he said: "I should certainly not like to see worse stations
(17)than we put up here." Whitton was against the use of
timber station buildings because "in a very few years they
(18)would have to be renewed." ' He said that, "if we put up 
buildings of any kind for the Government, they should be 
respectable buildings; all ornamentation should be avoided,
(19)but the buildings should be substantial and fit to look at".
Where there was a brickyard nearby, Whitton chose 
brick. If one were not available, there was no choice but 
to use timber. He used bricks for the smallest of structures, 
as seen in the one room structures at The Rock, Yerong Creek, 
Uranquinty, Mullion Creek and Stuart Town. He could not use 
brick at many small stations because they were too distant 
from a source of materials. Even at some larger stations, 
for example at Breadalbane and Katoomba, nearly bricks were 
apparently unobtainable and Whitton was forced to use timber.
Whitton approved plans specifically for construction 
in brick or timber. He knew before the planning stage the 
material that would be utilised. It would appear that either 
surveyors or the engineers undertaking the surveys gave
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(15) Minutes of Evidence, 2nd November, 1869, "Legislative 
Assembly - Progress Report from the Select Committee 
on Railway Extension", Railway Papers 1869-1878, State 
Rail Authority Archives, p. 14.
(16) ibid.
(17) ibid.
(18) ibid.
(19) ibid.
reports to Head Office as to the availability of local 
materials, In his biography of Edmund Blacket, Herman 
said that a surveyor "did more than measure land. Most 
surveyors were competent in the building techniques of the 
day".^^ There is some evidence to indicate the role of 
surveyors in the selection of materials. In surveying the 
line from Wallerawang to Mudgee, George Townsend wrote a 
memo on the 31st May, 1876, to the Engineer for Trial Surveys 
which read: "The timber of the last six miles is poor; 
coarse sandstone can be had in many places along the line, 
and in Rylstone I noticed one or two houses built with a 
hard ferruginous sandstone that splits off in thin beds, 
similar to a stone that is largely used in Adelaide, South 
Australia, for buildings of all descriptions in the form of 
coarse rubble; it is durable and, when lime is plentiful, 
very cheap. I think clay for bricks can be had on the flats 
in limited quantity. There is very little sand fit for
v . . . . .  „ (21)building purposes .
Notwithstanding the known availability of stone, 
there were instances when Whitton did not use it. Despite 
its existence in the Great Dividing Range, south of Moss Vale 
and west of Wallerawang and its widespread use for detached 
railway residences, Whitton used stone for only four station 
buidlings - Mt. Victoria in 1867, Bowenfels and Wallerawang 
in 1869 and Dubbo in 1879. In addition, James Barnett, 
the Colonial Architect, used stone for the Regent Street 
Receiving Station and the Necropolis in 1867. Clearly, 
other factors outweighed the proximity to local stone 
supplies. For instance, there was a general shortage of 
stonemasons, particularly in rural areas, the material was 
difficult to move where there was not good lifting facilities 
and transport - even for short distances - was expensive.
It was simply cheaper and quicker to build in either brick 
or timber.
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(20) M. Herman, The Blacketts, Sydney, Angus & Robertson, 
1977, p. 5. Blacket, who was the New South Wales 
Colonial Architect before James Barnet,had been a 
surveyor on the Stockton & Darlington Railway.
(21) Note from G.W. Townsend to Engineer for Trial Surveys, 
31st May, 1876, "Railway Trial Surveys", Document No. 61 
Railway Reports & Papers 1876/77, State Rail Authority 
Archives, p^  2 6 .
Whitton even eliminated, the use of stone as
dressing towards the second half of the 1870s. The proximity
of Newcastle station to the sea probably prompted him to
use it in 1877 as dressing, it being conveyed by ship from
Sydney. The difficulty in finding local stonemasons even
in Newcastle was such that they were brought from Sydney to
(2 2 )undertake the work. By the turn of the decade, Whitton
replaced stone with cement dressings on all openings as at
(2 3 )Harden in 1881. Because Whitton was mindful of the
prestige appearance of stone, he plastered larger buildings
with stucco and lined them to appear like stone as at 
(2 4)Armidale. The use of stucco walls, like cement dressings,
was another attempt to achieve economies whilst at the same
time endeavouring to ensure a relatively high standard of 
(25)appearance.
Apart from stone, the materials that Whitton and 
subsequent engineers chose were mostly local. This extended 
to the use of colonial made cast iron for columns for awnings 
and for other ornate work.^^
Whitton's policy of using local materials was aimed 
at minimising costs. Where Government materials were already 
available, he employed them instead of calling for quotations 
or tenders. When additions were made to Waratah, the 
Minister said that "the reason why the materials brought 
from Morpeth were to be used in making those improvements 
arose from a desire to utilise the Government property and 
to carry out a more rigid economy than had been hitherto
observed with a view to render the railways a more remunerative
. (27)investment.
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i
(2 2) Newcastle Chronicle, 10th October, 187 7, p.2
(23) Return of Alterations 1881/2, Railway Reports & Papers 
1884, State Rail Authority Archives, p. 11.
(24) R. Lumello, "The Changing Pattern of Railway 
Architecture in New South Wales", Armidale & District 
Historical Society Journal, No. 20, January, 1977, p. 69, 
incorrectly states that Armidale is stone. This mistake 
identifies the high degree of workmanship in the stucco 
finish. The mistake is confirmed by the Station Master, 
Armidale, in his letter of 21st May, 1980, to S. Sharp.
(25) M; Herman, The Architecture of Victorian Sydney, Second 
Ed., Sydney, Angus & Robertson, 1964, p. 72.
(26) ibid., p. 18.
* (27) Newcastle Chronicle, 1st July, 1871, p. 4.
It is often difficult to establish the use of 
local products. However, evidence exists that contractors 
used local supplies for the station buildings listed below:
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(28)
Sydney (1900) 
Newtown (1891) 
Mt. Victoria 
Bowenfels 
Grenfell 
Molong 
Bathurst 
Hay
Wauchope 
Barraba line
Wallerawang
Stuart Town
Broken Hill (1955)
Eskbank
West Tamworth
Murwillurabah line
Dorrigo
Dundee
Deepwater
Quirindi.
There were some occasions when Whitton did not use
local products. Two examples are thought, to exist. Firstly,
Adam Smith has claimed that, in relation to Albury, "the red
(2 9)and white bricks were brought from Belgium", and,
secondly, it seems that the bricks used in the construction
of Young and Albury were not local. It would appear that
only those structures of high quality/ -porous bricks..
Otherwise, Whitton had to paint the structures. This appears
to have been the case at most stations, including large centres
(31)such as Bathurst and Tamworth.
In the 1880s, there was a new interest in the use
of timber generally as a building material. The application
of weatherboards "became popular as a building material for
(32)less costly•dwellings". It was also the start of a 25
year period of the regeneration of white cypress in many
(33)areas of New South Wales. Notwithstanding the wider use
(28) This list is based mainly on correspondence between
local and regional historical societies and S. Sharp.
(2 9) 3?. Adam Smith, Romance of Australian Railways, Sydney,
Rigby, 1973, p. 57.
(30) Letter dated 6th February, 1981, from Young and District 
Historical Society, states "..from appearance, they were 
imported bricks". It may also be that some of the bricks 
used at Hay were imported - letter dated 12th March,
1981, from N. Pollard to S. Sharp.
(31) Other high quality, unpainted brick buildings erected 
in the 19th century include Newcastle and Werris Creek.
(32) G»M. Neutze, People & Property in Bankstown, Canberra, 
Australian National University Press, 1971, p. 47.
(33) C.J. Lacey, Factors Influencing Occurrence of Cypress 
Pine Regeneration in New South Wales, Forestry Commission 
of New South Wales, Technical Paper No. 21, 1972, p. 2.
of timber in the non railway sector, Whitton generally
continued to employ brick, though he did utilise timber
at some large or strategic centres, such as at Narromine,
(3 4 )Nevertire and Kootingal.
In 1884, Cabinet forced Whitton to change his 
policy. On 11th August, 1884, Cabinet decided:-
i) "that wooden or iron buildings of comparatively 
inexpensive character should be erected at the 
various railway stations, in lieu of the expensive 
buildings which have been hitherto erected; 
ii) that a lighter system of railway construction than ’ 
that hitherto adopted is indispensible to carry out 
railway extension. "
Also on 11th August, 1889, Cabinet approved the use 
of timber structures on the Cobar line. It considered a 
memorandum from F.A. Wright, dated 31st July, 1884, which 
stated that "no great expense need be incurred in any 
extension of this kind for extensive station buildings as
for many years to come wooden buildings will answer all
. „(36)requirements.
After 1884, Whitton increased the use of timber, 
in accordance with Cabinet's decision. He employed timber 
for all buildings on new lines. He always used local timber, 
even if a local brick yard existed. In 1882, only three of 
a total of 29 station buildings which the Government opened 
were erected in brick. This represents 10.3%. In 1883, 6% 
of structures were in brick; in 1884 the figure was 42.5%, 
in 1885 it was 20% and in 1886 it was again 20%.^^ In 1887 , 
the Government opened the line from Wollongong to Bombo and 
on that section every structure was timber. The percentage 
in that year had dropped to eight. In 1888, the Government 
opened the line from Newcastle to Gosford and again not one 
structure was of brick construction. The percentage of 
brick buildings remained the same. In 1889, the Government 
opened the extension from Michelago to Cooma and only the 
terminus was of brick material. In that year, the last in 
which Whitton was in office, 13% of structures were in brick.
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(34) Timber was used as a roof material in only two cases.
J.A. Stinson, Railway Architecture, unpub. manuscript, 
State Rail Authority Archives, p. 18 is incorrect in' 
stating that timber was used for the roofs of structures 
in 1891 between Redfern and Homebush.
(35) Cabinet Decision, 11th August, 1884, Railway Reports and 
Papers, 18 84 , State Rail Authority Archives, p~! 342 .
(36) ibid. , p. 355 .
(37) Based on appendix 12, chapter 3.
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The statistics do not fully explain the
implementation of Cabinet’s policy as the Existing Lines
Branch planned nine replacement structures between 1885
and 1889, all of which were in brick. It would seem that
implementation of the 1884 policy related only to new buildings
on new sections of track and not to the existing system.
Throughout the 1890s, the use of timber increased.
Moreover, Henry Deane, having taken over from Whitton in
1889, introduced a new design in 1893 for use between Kiama
and Nowra as shown in figures 40 and 41. The design as well
as the material, was cost cutting in intent. Angus in 1891
had been forced to use timber for the buildings on the
(38)quadruplication between Redfern and Homebush. However,
both Angus and Deane used brick on a number of occasions, such
as at Kiama in 1892 and on the Belmore line in 1894.
The introduction of legislation into the State
Parliament in 1895 to provide for cheap, "pioneer" lines,
( 39 )set the background for still wide use of timber. From
1896 to 1919, engineers used timber on every building erected
at the opening of new lines in country areas, though brick
was employed in Sydney for new structures, and for replacement
structures in all parts of the State.
In 1915, the railway administration implemented a
series of designs for "portable" buildings erected in timber
as in figures 48 and 49. At this time, there were problems
in obtaining sufficient labour to construct buildings. This
had been a persistent difficulty since the mid 1890s.
Moreover, white ants were a problem, having been referred to
(41)as early as 1865. Engineers had used cypress pine because
it was "about the very last timber that white ants will 
(42)attack". Despite its hardiness, it was subject to attack.
(38) See Chapter 14.
(39) For an explanation of the techniques of constructing 
"pioneer lines", see New South Wales Department of Public 
Works, Annual Report to 30th June, 1897, Sydney,
Government Printer, 1897 , pi 3i
(40) ibid.
(41) See Rae Report - 1846-1864, Sydney, Government Printer,
1865 , p. 507i particularly report dated 1st September, 1856 , 
by the Superintendent of Ways & Works, Northern Line, 
with reference to the booking office at Farley. White 
ants remained a problem in all timber framed buildings 
right up until 1980. In announcing improvements to 
Tamworth railway station, the Minister for Transport
said that the structure "... was in a disgraceful 
condition with rotten flooring and white ant eaten 
timber". See "Repainting of Tamworth Railway Stations", 
News Release, 1st June, 1981, p. 1.
(42) Maiden, N<?tes on the Commercial Timbers of New South Wales, 
p . 2 4.
In 1916, there was experimentation overseas and
in New South Wales with the use of pre-cast concrete blocks.
The Midland and Great Northern Joint Railway first used the
(4 3 )material in 1916. At the same time, the Signal &
Telegraph Branch of the New South Wales Department of Railways
(44)drew up plans for moulds for the pre-cast blocks.
The initial application of the material was at Lake 
Cargelligo in 1917. In 1919, the Railway Commissioners 
had reported that "the ferro concrete system of construction 
has been largely used in connection with fittings required 
for signalling works, such as battery cabinets, signal boxes, 
foundations for troughing and the use of the system has also 
been extended to building construction. Buildings are 
constructed in units in such a manner as to enable them 
to be added to without alteration and to be taken down and 
removed if required. The first cost of buildings constructed 
in ferro-concrete is somewhat less than that of wooden 
buildings, and maintenance charges are of course greatly 
reduced. "
The Chief Commissioner on another occasion in 1919 
referred to the benefits of using more permanent materials 
than timber. He said "on all modem reconstruction work, 
structures of all kinds have been erected in a permanent 
manner and with a view to economy in maintenance. Such a 
policy can be surpported as wise, in view of the fact that 
structures in brick and steel cost little more than in 
perishable timber, and in the case of those built wholly 
of brick need no maintenance, an important factor in these 
days when labour costs are high".^^ The reference to brick
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(43) F.C. Cockman, Railway Architecture, no place, Shire 
Publications, no date, p. 23.
(44) See Plan X3, signed by E. Hall, dated 20th June, 1916, 
Signal and Telegraph Branch, State Rail Authority. It 
is significant that it was the Signals and Telegraph 
Branch that initially planned structures in concrete 
units, rather than the Construction or Existing Lines 
Branches which approved station buildings. It may have 
been due partly to the work of C.B. Byles who had taken 
up the position of Signalling Adviser to the Chief 
Commissioner for Railways in 1911. He subsequently 
became Signal Engineer. Byles had been a supported of 
standardisation in his former position in England and 
no doubt saw the potentiality of standardised concrete 
units. See O.S. Nock, The Lancashire and Yorkshire 
Railway, London, Ian allan, 1969, p. 115.
„ (45) Railway Commissioners, Annual Report to 30th June, 1919, 
Sydney, Government Printer, 1*9X9, p. 8. The official 
terminology for the blocks has varied. With reference 
to Murw.illumbah, the State Rail Authority called them 
"planks".
(46) J. Fraser, "The Development of the New South Wales Rail 
System" - An address to Interstate Gathering, Institute 
of Civil Engineers, October, no pagination.
and the omission of reference to concrete units was 
reflective of the long standing policy between 1919 and 
1932 to use concrete for all rural works and brick in 
the Sydney metropolitan area. In rural areas, engineers 
used concrete almost exclusively, regardless of the 
availability of local materials, such as the existence of 
bluestone in the Taralga area when the Government opened 
the line there in 1926. Using initially two centres of 
construction (Goulburn and Auburn) and later only that at 
Auburn, engineers shipped the units to all parts of the 
State. The post 1919 materials policy had reversed the use 
of local materials which had existed from 1855 to 1919. The 
materials policy was now oriented to centralised manufacture, 
though on very rare occasions the use of local products did 
displace concrete, as at Dorrigo and Ulong in 1924, Lithgow 
and Cascade in 1925 and Briggsvale in 1927 where engineers 
employed local brick or timber.
Although the policy was to use brick in the Sydney 
area - possibly because of its better appearance, engineers 
used concrete units on two occasions in Sydney, namely at 
Toongabbie in 1919 and at Croydon at an unknown time and 
attempted to- use it again at Flemington and Lidcombe in 1923 
and 1924 . (47)
Despite an apparent difference between the standard 
of materials in Sydney and elsewhere, the objective was the 
same. Fraser said in 1923 that "today the lines as a whole 
are better maintained. Greater expenditure has been incurred 
in the renewal of timber bridges and other structures with the 
materials of a more permanent character ... much wider use 
made of Ferro-concrete; mile posts, lamp posts, door mats, 
platform walls, boundary fences (to a limited extent), 
buildings, tanks, etc., have been renewed in this
imperishable material instead of the short lived materials
* , , (48)formerly used.
(47) The plans for these two latter stations were drawn on 
the basis of concrete units, but they were changed to 
brick construction.
(48) J. Fraser, "Operation of the New South Wales Government 
Railways and Tramways", circa 1923, unpub. manuscript 
held in State Rail Authority Archives, No. 5B/B 5979, p. 6.
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Engineers achieved considerable economies in
initial and maintenance costs by centralising the manufacture
of the concrete units. Moreover, the Comptroller of Stores
achieved economies through the centralisation of materials . . . (49)acquisition generally. Although there is no evidence
to indicate that the Comptroller acquired bricks from the 
State Brickworks for station buildings, it is known that 
the Department of Railways was a prominent customer between 
1920 and its sale in 1935.^^
t
With the Government's cessation of railway 
extension in 1932 , the railway administration closed the 
concrete plant at Auburn and after that time engineers used 
a mixture of timber and brick until 1965.
Despite widespread use of asbestos cement sheeting
from the time of the Second World War, this material
was used only partially on six buildings between 1940 and 
(52)1965. In all the instances, the sheeting was applied
only above the window sills, weatherboards being utilised 
below that point to prevent damage by people and equipment.
With the high initial cost of brick buildings, the 
high maintenance costs of timber structures and the 
unsuitability of asbestos cement, engineers entered a 
period of experimentation starting in 1962. This primarily 
involved the use of metal-deck sheeting for roofs and 
exterior cladding on walls. The first station to receive 
this was the off-platform booking office at Moree in 1962, 
shown in figure 154. Engineers used the metal decking a 
further ten times between then and 1980, representing 26.3% 
of all’buildings erected in the period. In 1965, engineers 
first used hollow cement blocks at Kembla Grange and also at 
Marulan and Minnamurra, though these were only small structures, 
as of the last in figure 155.
(49) New South Wales Legislative Assembly, Minutes of Evidence 
to Royal Commission into Department of Railways, Joint 
Volumes of Papers, 26th Parliament, 4th Session, Vol. 3 
192 4 , pT! 61.
(50) See "1933 Inquiry into Industrial and Other Undertakings - 
Papers re State Brickworks,State Archives, Ref No. 4/7409.1, 
p% 6 and letter from Statebricks to S. Sharp dated 16th 
March, 1979. The Government in 1946 re-established the 
State Brickworks by virtue of the State Brickworks Act,1946.
 ^(51) Neutze, People & Prosperity in Bankstown, op.cit., p. 47.
(52) Namely the booking office on the down platform at Emu
Plains, booking office on the up end at Mt. Kuringai and 
at Blandford, Menindee and Ber.esfield. The structure at 
Corobimilla is a signal box with a ticket window erected 
by the Signal and Telegraph Branch.
The experimentation in materials was best evident 
in Guildford, as in figure 156, in which the Chief Civil 
Engineer used no less than three different exterior wall 
finishes, namely sandstone veneer, coloured concrete and 
exposed aggregate sheets.
When the Government directed the Public Transport 
Commission to electrify the line between Blacktown and 
Riverstone in 1973, the Chief Civil Engineer approved the 
use of laminated polyurethane foam for station buildings 
along the line, as that at Marayong in figure 157. Because, 
of its susceptibility to damage, it was not furhter used. 
Despite the earlier beliefs about the inappropriateness of 
asbestos sheeting, the Chief Civil Engin/approved the use 
of this material for a temporary building at Harris Park in 
1976 as in figure 158.
Notwithstanding the use of synthetic materials 
from 1962, decision makers used brick for 47.3% of all 
structures between 1962 and 1980.
8.3 BUILDING METHODS
It is not known whether the structures on the
original Sydney-Parramatta railway were erected by the
Sydney Railway Company, the Government or a private
contractor. The first reference to the method of
construction of station buildings relates to the extension
from Granville to Liverpool in 1856 in which instance different
(5 4)contractors constructed the line and buildings.
From 1856 to 1895, contractors built the vast
majority of station buildings, though day labour constructed
some buildings. In some instances contractors and day labour
simultaneously built buildings on the same platform, as at
(55)Gunning and Yass. The Railway Commissioners or the
Director General of Public Works called for tenders in 
both the Sydney and local press. Whilst they assessed the 
tenders, they also exhibited plans of the building at a 
local public building. Whilst in the majority of cases 
local builders erected the stations, there were several
(53) Letter dated 15th February, 1981, from J. Binning, 
Foreman for Commercial Industrial contractors Pty. Ltd., 
which constructed the building.
(54) J. Rae, Report on the Origin and Progress of Railways 
of New South Wales 1846-64 , Sydney^ Government Printer, 
1866, p. 14.
(55) Return of Buildings Erected, Railway Reports and Papers 
1877/78 , State Rail Authority Archives, p. 2.
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Sydney based contractors (e.g. Alex Scouller and J.
Allibone) who went to all parts of the State.
With the introduction of "pioneer" lines from
1895, day labour constructed the lines but contractors
still erected the buildings. The use of day labour had
been prompted by a "considerable difficulty experienced by
the Department of Public Works in procuring skilled labour
required for some portions of the work."^^ The Engineer-
in-Chief said in 1897 that he was "prepared to recommend that,
wherever practicable, the day labour system should be adopted
(57)m  preference to giving the work out to contractors."
He said that, by using day labour, there was no demand for
(58)extra payment. He commented that"this is a very
important aspect of the question, as the Department has
had in the past to face not a few very heavy claims on the
(59)part of contractors". When E.W. O'Sullivan became
Minister for Public Works in 1899, he made it Government
policy to end contract work and replace it by day labour.
Despite Ministerial policy and officer support for
the use of day labour, contractors continued to build nearly
all structures until 1915. However, the Constructor of
Public Works - a Branch within the Department of Public
Works using day labour personnel - made competitive tenders
for buildings, and in fact erected structures on the Mungindi,
(61)Humula, Peak Hill and Boorowa branches. ' In the case of 
the extension from Casino to Tunstall, the Engineer-in-Chief 
signed a contract with a private builder for the buildings, 
but "owing to very unsatisfactory progress, the works were 
taken out of the hands of the contractor and were finished 
by day labour".
(56) New South Wales Department of Public Works, Annual 
Report to 30th June, 1897, Sydney, Government Printer, 
1897, p. 3.
(57) ibid. , p. 4.
(58) ibid.
(59) ibid. J. Reynolds, Edmund Barton, Sydney, Angus & 
Robertson, 19 79 , p. 4i> , indicates in 1896 the evidence 
in one claim amounted to "11,270 type written pages of 
foolscap".
(60) B.E. Mansfield, "E.W. O'Sullivan 1846-1910", Journal of 
the Royal Australian Historical Society, Vol. 50 Pt. 5, 
1964, p, 390,
(61) Various Reports of the New South Wales Department of 
Public Works.
(62) New South Wales Department of Public Works, Annual 
Report to 30th June, 1904, Sydney, Government Printer, 
1916, p. 10.
On the 1st July, 1915, there was "a radical 
departure from the methods and procedures hitherto governing
/C Oj
the State expenditure on public works". The Government
entered into an agreement with Messrs Norton, Griffiths & Co., 
for the raising of loans and for the construction of all 
railway construction, except that associated with the Sydney 
underground system. In this way, one contractor replaced
many. For an unknown reason, the arrangement was unsatisfactory 
and the agreement "was determined as from 28th March, 1917".
On 1st January, 1917, the Government transferred, 
the personnel and activities of the Railway and Tramway 
Construction Branch from the Department of Public Works to
i f  n
the Railway Commissioners. With this change, the
Commissioners used day labour and continued to do so until 
the mid 1950s. From 1917 to 1932, the railways administration 
developed and used exclusively for rural works pre-cast 
concrete units - a system which required basically unskilled 
labour.
From about 1957 to 1980, the railways administration 
employed contractors almost exclusively. Like the 19th 
century, contractors have sometimes been from local or 
regional areas near the station concerned or they have 
been Sydney based organisations working away from their 
home town.
A list of the known buildings erected by each 
contractor from 1855 to 1980 is shown in appendix one to 
this chapter.
8.* 4 GENERAL
8 . 4.i * COLOURS OF BUILDINGS
No documentation exists to indicate the colour of
structures used on the exterior and interior of buildings
(67)other than in recent years. ' However, from existing 
structures, as shown in figures 159 to I64, engineers often
(63) New South Wales Department of Public Works, Annual Report 
to 30th June, 1916, Sydney, Government Printer, 1916 p.10.
(64) ibid. It was at this time that the concept of 
portability of buildings emerged.
(65) ibid., p. 8. The Minister advised Parliament in 1924 that 
the agreement had been "cancelled on 16th May, 1917".
See New South Wales Parliament, Parliamentary Debates,
4th Session, 26th Parliament, Vol. 97, p. 2007.
(66) Department of Public Works, Annual Report to 30th June,
1917, op.cit., p. 7.
(67) Through the 1970s, decision makers chose colours in 
colour charts issued by paint companies for general 
residential and other use.
used shades of brown. Other colours were also used but 
they were limited to natural material tones such as those 
found in sand, stone and brick. These were referred to as
neutral tints. With the introduction of pre-cast concrete/Schemebuildings, this/colour was employed but so too were other 
water based paints as shown in figure 165.
For the visit of Queen Elizabeth II in 1954, the 
Chief Civil Engineer changed the colour scheme and requested 
that, where signal boxes existed on platforms where there was 
a station building, all structures were to be painted the , 
same colour. In 1956, the Maintenance Engineer, South 
Grafton, complained that buildings under the control of 
the Signal and Telegraph Engineer "were being painted to 
the old standard colour schemes, whilst the station buildings 
painted by his staff were in the modern tonings".^^
Before the emergence of modern brick making 
facilities, bricks that were used were usually the colour 
of local clays. However, since the planning of Kiama in 1892, 
engineers have utilised different coloured bricks for 
decoration, mostly in the form of plynth courses. There 
was often great variety in the colours of bricks, such as 
those used on the North Shore line buildings, but the 
tendency was for the application of darker shades. From 
1935 to 1955 engineers preferred to use light coloured bricks. 
From 1955 to 1980, there was a trend to the use of dark 
colours on electrified lines so as to hide the discolouring 
from the copper catenary and to facilitate removal of grafitti 
In country areas, light colours were employed because these 
problems nominally did not exist. In 1980 , the only
paintihg of station buildings was carried out on the toilet
n  (70) walls.
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(68) Combined Quarterly Way and Works Officers' Conference 
No. 93, 23rd August, 1956, State Rail Authority 
Archives, p. 13.
(69) Conversation with senior State Rail Authority Officer 
on 19th February, 1981.
ibid. The present building on platform 2/3 at Burwood 
is an example.
(70)
8.4.2 IMPACT OF CLIMATE IN THE USE OF MATERIALS
AND DESIGNS
Meteorological observations have been carried
out at 123 centres which have railway stations. Appendix
two to this Chapter sets out the centres and indicates the
type of building, their material and mean daily temperatures.
From an examination of the appendix, it is clear
that engineers have not considered climatic conditions when
deciding the use of a particular design or material. At
some locations, such as Moree, Casino and Yass, engineers
have planned anderected buildings of both timber and brick
which have existed concurrently. At other locations,
including Broadmeadow, Harefield, Mungindi, Coffs Harbour,
Canberra and Broken Hill, engineers have, replaced the original
timber or concrete building with brick structures. The
selection of different materials has stemmed from factors
other than climatic factors.
Engineers consistently used the same designs and
materials at locations with widely different temperature
maxima and minima. For example, Cobar, with a brick building,
has a summer high of while Gundagai has a timber structure
to meet the winter high of 12c . Woolbrook has a timber
structure to face the winter low of -3.3° and the next
building along the line was erected in brick, with a low of
-2.3C . Condobolin with a brick structure has a summer high
of 32.8c, but Peak Hill has a timber structure to meet the
summer high of 32.3°. The original structures at both Bourke
and Mungindi were burned down and engineers approved in 1967
a brick’ structure for the former and metal decking for the latter.
Despite this inconsistency, the rail administration maintained
that its buildings planned in the late 1960s were "designed
(71)to suit the various climatic areas".
Every material was treated with the same disrespect
for climate. Engineers erected a concrete building at
Broken Hill with a summer high of 32.1 and at Bombala, with a
cwinter low of -1.5 . As well as a disregard for extremes of 
temperature, engineers have paid no attention to ranges of
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(71) Moree Champion, 6th March, 1979, p. 16.
temperature. Whilst it may have considered that brick 
structures would be more appropriate to areas of wide 
variations in daily temperatures, engineers did not 
consider this aspect. For example, South Grafton is a 
timber structure and a range of 24.4C exists between the 
summer high and the winter low, while Kempsey, with a 
smaller range of 18.7°, has a brick building. Griffith 
has a brick structure and a range of 28.7C, whilst Ardlethan 
has a greater range of 30.5c and is a timber structure.
\To a large degree, there has been a policy, which 
dates back to the first replacement structure at Parramatta 
Junction in 1858, of replacing timber structures with brick. 
However, this, has not always been the case. The second 
buildings at Illabo, Warwick Farm, Lockhart, Blandford and 
Trangie have been timber structures which replaced original 
timber structures. The replacement structures at Harefield, 
Mungindi and Canley Vale have been metal-decked structures 
replacing timber structures.
Not only have engineers ignored the relevance of
climate in the choice of materials but they also had no
regard to the applicability of individual designs. For
example, they did not alter designs for structures on the
( 72 )Tocumwal line to take into account high wind velocity.
Whilst civil engineers did not alter designs for prevailing 
strong winds, the traffic officers made allowances for such 
conditions by permitting a reduction in the tonnage to be
(73)hauled by locomotives "if weather conditions are unfavourable". 
Elsewhere, engineers made no alteration to roof-scapes to 
facilitate removal of snow, as in the case of the low pitch 
of the skillion roofed structure at Nimmatabel.
8.4.3 TOPOGRAPHY AS A DESIGN FACTOR
Engineers have largely not considered topography 
in approving designs for specific locations. The only 
exceptions are Parramatta Junction, Cascade and the third 
building at Morpeth in which the existence of a cutting or 
embankment resulted in little room for buildings. In these 
cases, the structure was placed on the embankment top, the 
platform being reached by a serious of steps.
„(72) Wind blew Widgiewa and Coonong down.
(73) Department of Railways, Working Timetable - Southern 
Lines, 20th October, 1940"^  unpub. internal document, 
State Rail Authority Archives,^, p. 2 35 .
The only building which the engineers curved 
to fit on a curved platform was Angus' design of 1891 for 
Katoomba. On other curved platforms, such as Murrumburrah, 
conventional retangular buildings existed.
The absence of consideration for topography is 
shown in figure 166 of Aberdeen which engineers erected on 
a geological fault that finally forced the building into 
two parts. The State Rail Authority subsequently demolished 
the building.
8.4.4 STANDARDISATION OF DESIGNS
The use of standard designs is a way in which
engineers have achieved economy. From 1855 to 1980,
engineers in New South Wales have in various ways adopted
standard designs in an attempt to save on manpower resources.
From 1855 to 1886 only the Railway Construction Branch
used standard designs. The 1886 Board of Enquiry into the
Department of Public Works revealed that the architects of the
Existing Lines Branch were unaware of the standard designs
(74)of the Construction Branch. From 1886 until the
amalgamation of the two Branches into the Way and Works 
Branch in 1933, both tended to increasingly use each others 
designs to varying extentsand hence use standard plans.
r
It is widely, but erroneously, believed that Chief
Commissioner Eddy was the first official to use standardised 
(75)designs. However, none of the proponents of this point
of view either define "standardisation" or consider Eddy's 
role in the context of approvals by earlier and later 
officials. Eddy's role, and in this thesis it is argued 
in Chapter 14 that there is doubt about Eddy's contribution, 
is seen to relate to the use of the same design at all but 
one location (Petersham) between Redfern and Homebush in 1891. 
Thus, the concept of "standardisation" is related to geography. 
However, if the term is taken to mean the use of one plan for 
all structures, then the 1891 Redfem-Homebush structures were 
not standard, as James Angus approved individual plans for
(74) Evidence by Alfred Leggart on 6th January, 1886. See 
Minutes of Evidence, Board of Enquiry into Department of 
Public Works, New South Wales Parliament, Votes and 
Proceedings of the Legislative Assemply, 1887, Voi. 2,p.l79.
(75) See, for example, R. Lumello, Railway Station Architecture 
in New South Wales - the first 50 years, unpub. B.Arch. 
thesis, University of New South Wales, 1974, p. 50.
each station. Moreover, the design was used in only two 
additional locations (at Katoomba and Waratah) and Angus 
restricted the design to one calender year - 1891. Angus 
also used other designs in the same year at different 
locations (e.g. at Kingswood, Murrurundi and Yarra).
Using geography as a basis of the understanding 
of "standardisation", it is found that two earlier instances 
in which the same design were employed at each sequential 
station predate the Eddy period. Firstly, in 1879 an
%unknown engineer approved a single room, gabled roof design 
for use between Mullion Creek and Maryvale and in 1880 
another unknown engineer approved a design for use between 
Uranquinty and Yerong Creek. Not only were these designs
used at each location, but contractors erected them from
• , , (76)a single plan.
From 1899, Deane instituted a code of identification 
of all structures and this code was used and revised on two 
later occasions up to 1920. However, as explained in 
Chapter 2, the many variations and exceptions establish 
that the buildings were not standard on the basis of 
exclusive and consistent use over time and space.
It- was not until 1919 that the Engineer-in-Chief, 
Railway Construction, implemented a system of building 
designs which were built from one set of drawings, used 
exclusively in all extensions in rural areas and employed 
over a considerable length of time (13 years). In 1919, 
Hutchinson introduced a standard design as in figure 43, 
constructed of pre-cast concrete units. After cessation of 
the usg of the concrete based design in 1932, engineers never 
again used one plan for more than one building.
Apart from examining standardisation in the 
context of sequential spatial construction, it is possible 
to consider standardisation in the broad context of using 
the same number of designs regularly over time. If this 
approach were adopted, it is facile to establish the 
existence of standardisation from 1855 and consistently to 
1980. The same design used at Newtown in 1855 as in figure 167
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(76) See plans entitled "Mullion Creek/Wearne/Ironbark/
Maryvale" dated 1879 and "Hanging Rock, Yerong Creek 
and Sandy Creek" dated 3rd January, 1880, State Rail 
Authority Archives.
was used at Towradgi in 1980, as in figures 168 and 169.
This trend occurs in respect of many different designs.
Evidence of the degree of standardisation is also seen 
in the ability to catalogue 1,661 station buildings into 
only 21 types.
8.5 CONCLUSIONS
Of all the station structures in New South Wales,
engineers approved the use of timber in 56.8% of cases, the
use of brick in 30.3%, concrete in 8.4%, stone in 0.4% and
(77)other materials in 3.9%.
It is significant that engineers have not used
two materials widely. It has been noted that engineers
used stone on only six occasions. Engineers also used only
corrugated iron sheeting for walls on 75 buildings. Both of
these materials were widely used in other Australian States.
(78)Engineers in South Australia used stone widely. In
Victoria, engineers extensively employed the use of
(79)corrugated iron buildings.
Approving officers have mostly tried to achieve 
a balance between good appearance and economy. Even with 
designs which have been implemented to achieve economies, 
there has been an attempt to provide a degree of attractiveness, 
even if minimal, such as the fretting to the entrance to the 
general waiting room at Bombo in figure 46 and a similar 
feature at Ardlethan in figure 170. However, it has not 
been possible nor has there been a eed to do this in every 
case, such as in the erection of w ting sheds at isolated 
locations as at Nulabor in figure 171.
With some exceptions outlined in Part Four, 
engineers have sought to achieve economy in either initial 
or maintenance costs or both. Bet >en 1855 and 1858, engineers 
elected to achieve economies initi ly through the 
construction of cheap structures. This changed with 
Whitton's design at Campbelltown and from that stage until
(77) As in appendix 12 to Chapter three.
(78) For an idea of the extent, see J. Wilson, Rails to 
the Burra, Adelaide, Australian Railway Historical 
Society, 1970.
(79) For examples, see B. McLean, Rails to the Milewa North, 
Melbourne, Australian Railway Historical Society,-
no date.
1884 he sought economies through low maintenance and low 
replacement structures. In 1884, Cabinet forced Whitton 
and subsequent engineers to achieve initial economies through 
the erection of cheaper, timber structures though the Sydney 
area continued to receive brick buildings.
In 1919, engineers achieved both low initial and 
maintenance costs with the virtual exclusive use of concrete 
in country areas. With the cessation of concrete construction 
in 1932, the intentions of engineers became clouded. It was 
not until the commencement of the period of materials 
experimentation in 1962 that it was evident that engineers 
were once again endeavouring to achieve both initial and 
maintenance economies through the use of products other than 
brick. By 1980, the period of experimentation was still 
continuing in so far as engineers were eager to replace brick 
with a product of at least equal durability but at less cost. 
In this way, engineers still viewed materials as an important 
avenue to achieve economies.
Centralised decision making has dominated policies 
relating to the use of materials and the methods of 
construction. Even where local materials have been used, 
the selection of colours for paint and brickwork have been 
made by administrators in Sydney and not in the centre in 
which they erected the building. The choice of local 
materials has consistently been made on the basis of 
economy through reduced cartage costs.
Decision makers have consistently used standard 
designs as an attempt to achieve economies, though the 
nature and extent of standardisation has varied. They have 
had little regard for the suitability of designs to meet 
topographical features and paid no attention to the 
suitability of materials or designs to meet varying climatic 
conditions.
"275
276
APPENDIX ONE
A LIST OF BUILDINGS INDEXED BY 
NAME OF CONTRACTOR SHOWING BUILDINGS 
ERECTED BY EACH CONTRACTOR
Source : Appendix Nine Chapter Three.
NAME OF BUILDER:
STATION
Burwood
Croydon
it
it
Mudgee 
St .Marys
J , A llibon e.
A ttunga
Bogan Gate
Brolgan
Bugilb one
B u lli ac
Bundo ok
Charity Creek
Condobolin
Cryon
C u lliv e l
Delungra
Derriwong
Gloucester
Hadleigh
Holbrook
K i l l  aw arra
K lori
Koloona
M anilla
Moonaran
Morven
Mount Russell
Taree 
Ur an a
^ari aida 
Wingh am
John Ahearn.
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DATE TYPE NO
N o . 1-4 O g-02-1891 11
N o .2/3 I t n
N o .4 I t n
OHBO(8 ) I I ii
0 4 -0 7 -1 8 8 3 6
N o . 3/4 2 7 -0 5 -1 8 8 7 4 ( '
Windsor Road, PETERSHAM.
01899 8
2 3 -0 9 -1 8 9 6 8
c 1896
c1906 8
1910/11 8
II 8
II 8
( 1 ) 1896/97 18 ( i )
1906 8
1 2 -1 2 -1 9 1 0 8
1900/01 8
1 896/97 8
0 ) 1910/11 * 8
1900/01 
0 4 -0 2 -1 9 0 2  
1910/11 
1899/1900 
1900/01
8
0 ) 1898/99
ti
0 4 -0 2 -1 9 0 2
1 900/01
(1 ) 1910/11 8
10 -01 -1911 8
1900/01 18 ( i )
(1 ) 1910/11 8
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NAME OF BUILDER: J.AILibone & McCarthy.
STATION DATE TYPE NO.
Burren 1903 19
Combara 1902/03 •
Coon amble 1902/03 ■
Cubbaroo 1906
Durban 1902/03
Gular I 18 ( i
Kamber I
A 1 libone  & Rin gholm e,
•
Merrywinebone 
Pokat aroo 
Rowena 0 )
1906/07
II
II
8
18 ( i )
8
R obert  Amos,
Bethungra o ) 18-03-1878 5
J .Ashw orth ,1 " **
Lyndhurst 
Mandur am a
22-02-1887
ti
5
5
M at h ewAshw o r t  h ,
Ben Lomond 19^05-1884 5
¿ 7 9 '
\ A,
NAME OF BUILDER: Charles Baker.
STATION d a t e  TYPE N O .
Berrigan 1896 8 (? )
Compton Downs 1900/01 8
F in le y 1898 18 ( i )
Len iston « 8
Tarr ion 1900/01
W ait-a-W hile 1898
John B e l l .  
Gundagai 17-03-1886 5
F .B rakhu tt . 
Windsor (2 )  23-04-1883 4 ( i )
H .B r igg . 
Dufb ho 20-08-1879 6
Charles B riggs  & Sons ’L td «
B r ig g s va le 0 5-19 27  8
George A . B r ig h t .  
Morundah ' • 0 9 - 0 5 -1 8 8 4  5
J.Brom ley,
Culgoora 
Wee Waa
1906/07 8
(1 )V/
TNAME OF B U IL D E R :
280 x
B r o m l e y  &
\
\
E o l i  a w a y .
S T A T IO N DATE T Y P E  N O .
Byron 1901
Greenwood I I *
I n v e r e l l 1900/01 18 ( i i )
A . Brown,
Bombo 18-01-1888 15 a)
David Brown,
-
Liihgow (2 ) 26-11-1890 5
George Brown,
Wesi Tamworih ■ 1877 4 (v)
John Brown.
M iiia gon g N o ,  1 (1 ) 30-10-1866 4 ( i )
Mouni V ic io r i  a N o .2(1 ) 30-09-1867 4 (i)
Thomas Brown.-
Moss Va le (2 ) 18-12-1889 4 ( i )
John Bulon.
P ip ers  P ia i  26-06-1882 5
W illiam  & Charles Cains.
Bai hur s i  
Ivi or pe ih  
Q u irin d i 
Scone
No.1 05-07-1875
(3 ) 31-12-1889'
02- 06-1876 
18- 08-1870
6
4 ( i i )w i t l i  C.Caías 
1 ( i i )
4 ( i )
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NAME OF BUILDER: John Dutton & W illiam  Cameron
STATION DATE TYPE NO
Capertee 26-06-1882
M at he w C a l l  agh an »
Gerogery 20-05-1880 . 5
John Cameron,
Campsie (1 ) 1893 19
Dulwich H i l l  (1 )  " 19
Charles C o g h i l l ,
Kiama 09-02-1893 12
Springwood 01-05-1884 4
Joseph Conlin (o r  Conion ).
Boggabri 06-02-1882 5
Breeza 18-10-1878 5
Glen Innés 1882 6
K o o t in ga l 28-07-1881 5
Walcha Hoad . 27-.10-1881 5
W illiam  Conroy.
Harden (3 )  1884 4 ( i )
Constructions L im ited , Broken H i l l .
Broken H i l l  (new s i t e )  1956 16
NAME OF BUILDER: ' J •? ' J ^  o C
C o n s t r u c t o r  o f  B u i l d i n g s ,  Dept o f  P u b l i c  Works.
STATION DATE TYPE NO.
Alectown West 1914 12
Ashley c1913 8 •
Boorowa 1914 12
Borambola
C amurra (1 ) 1913 8
Core inhob 06-02 -1914
F o r e s t  H i l l 1913/14 12
Gar ah 1910/11 8
G lo u c e s t e r (2 ) 1911/12 12
Goorama 1913/14
Karaak F la t 1912/13 8
Ladysmith 06 -02 -1914 12
M i c k i b r i 1913/14
Moppin 1910/11 8
N ah ar dine 1913/14
Tamboolba 06-02 -1914
T a r c u t t a It 12
T rev / i lga 1913/14
C ,T . Cook.
Kentucky 15-05 -1882 5
C .W .Coulton .
W a t e r f a l l . 0 ) 15 -11 -1886 5
Lay Labour,  Dept o f  R a i lw a y s .
Bread a lb  an e N o . 2 ( 2 )
j •
1877/78
Bungabee
L r ip s to n e
Lawson (2 )  10.
1903
1882/83 
-06-1878
Marangaroo (1 ) 1882
North Casino 
Old Casino
1903/04
II 18 ( i )
Tuncester  
Wimbledon
It
1880 15 ( i i )
NAME OF BUILDER: 283
C h a r le s or  Alex Beane & Sons 0
STATION DATE TYPE NO.
Ashfield -e-1•0» 0 8 -12-1891 11
Lewisham N o .1-4 II 11
Summer H i l l N o .1-4 1-891 - ' 11
W i l l i a m  D ic k s o n .
The Rock (2 ) 0 2 -1 0 -1 8 8 0 5
James W i l l i a m  D o h e r ty , Wee Wàa,
Be a n h r i 2 7 -1 1 -1 907 8
E u r i e  E u r i e 11 8
W a lg e t t 11 18 a )
James D o u g la s ,
Amar 0 0 0 ) 1885 5
B o re n o re ■ • 1886 5
Bourke 2 9 -0 4 -1 8 8 5 6
Brewongle N o .2 18-10 -1875 1 d i )
Georges P l a i n s 0 9 -0 7 -1876 1 ( i i )
G i r i l  arnione 30-09-1884 5
K e lso N o .2 0 6 -0 3 -1 8 7 5 4 ( i )
N a s h d a l e 0 ) 1886 • 19
Orange 0 ) 2 9 -0 7 -1 8 7 6 1 ( i i i )
Wongarhon 15-06-1881 5
George Bowling 0 '
Moss Vale 0 ) 30-04 -1867 4 ( i )
Dow se t t  E n g i n e e r i n g  (A u s i )  P t y . L t d . , H u n te rs  H i l l
Broadmeadow N o . 3 
( s t a g e  one)
1972 16
NAME OF BUILDER: 
STATION
Cemetery Station No.1
'284
Thomas Ducket •& Henry Applehy , í 
DATE TYPE NO »
1867 6
Earp,Woodcock & Beveridge,
Cascade 11-06-1927 8
W. & A. Elphinstone,
Windsor (1 ) 23—05—Ì 864- 9
Andrew & George Eaton«
M iIsons  Point ( 1 )  0 5 .- 1 2 - 1 8 9 2 21
Wav er ton N01 (1  ) 11 12
h N o .2 (2 ) 11 12
11 o m o II 20
W o l ls to n e c r a f t N01&2 1892/93 5
Samuel P a l l id e.
Kogarah Nos 1-4 30-01-1884 4 ( i i
D.Eetherston.
Barmedman 
Wyalong Central 
Gidginhung 
Reefton 
Y Id d ah
21-04-19O3 8
18 ( i )
Gerald Fetherston»
21-04-1903
11
cu iptor3 ,
) & 4 ( v i i )
Gidginhung
Reefton
NAME OF BUILDER: '285
Fetherston & B a rt le tt/Barb a t ,
STATION DATE T Y P E  NO.
B e r r y 06-03-1893 . 8
G-erringong (1 ) II 8
Jaspers Brush It 8
N owr a (1 ) II 8
O m e g a (O 01-11-1892 8
T oo lijooa 06-03-1893 8
Filmer & Laver.
Gilmore 24-10-1902 8
Mount Horeh I t 8
S o uth Gun d ag ai I I 8
Tumhlong I I 8
Tumut I I 18 ( i )
W il l ie  Ploma I I 8
William Frost.
Granville . (2 ) 23-04-1864 3
W.Gawne & Son, Station Street Newtown#
Barrala 09-10-1907 18 ( i )
Black Springs h * 8
Upper M anilla 11 8
Wimlorne 11 8
Goodsell & Wright.
Eskbank No.1 06-09-1880 4 a )
John M.Gough.
C owr a 02-04-1889 5
Young (2 ) 11-09-1884 6
NAME OF BUILDER:
A. Graham»
STATION DATE TYPE NO.
Burwood (2 ) 01-08-1862 . 4 ( i )
Charles Hard.y; Hardy & Co.
B alldale 1892 8
Bornen 09-10-1877 4 (v )
Brocklesby 1892 8
Culcairn N o.3 20-05-1880 5
French Park 1900/01
Grong Grong (1 ) 01-04-1881 5
Hay 02-01-1882 6
H opefield 1891/92
J e r ild e r ie 08-09-1834 5
Lockhart 1900/01 8
M ilbrulong I t 8
Napier I I
N ar andera 01-09-1880 4 ( i i i )
Old Junee 13-01-1881 5
T ootool 1900/01
Wagga Wagga 25-10-1879 6
W iilb r ig g ie (1 ) 20-01-1882 5
W illiam Harp.
Cootamundra No . 1 (1)  04-08-1877 ' 5
J .o r  F. H arris.
M ichelago 15-02-1887 5
F, & G. Harrison.
(2 ) 17-04-1886 19T h irrou l
NAME OF BUILDER: 
STATION
' 2 8 7  '
Haslem & Co. 
DATE TYPE NO.
C orowa 1892 5
•
Henry H endrick •
B o l i v ia . 1886 5
P. H e rb e r t . •
B o t f i e ld
Trund le
19 0 7
h 8
H ocking B ro s .
Pucawan 29-05-1906 8
Quandary II . 8 *
J .H o ld sw o r ih . 
Bow ral N o .2 (2 )  19-01-1868 1 ( i )
P red  Horn.
Bowning N o. 2 24-03-1876 1 d û )
Gunning N o .2 06-08-1875 5
Tar ana N o .2 20-08-1872 1 ( i i )
Yass Ju nction (1 ) 06-08-1875 5
ii N o .2 24-03-1876 1 ( i i i )
George J .H orn ,
Tarage 07-12-1883 5
NAME OF BUILDER:
"288 \
A .E.Houseman.
STATION • DATE TYPE NO.
Berowra (1 ) 10-06-1887 15 (O
Fred Howe.
Marni an No.2 06-02-1868 1 ( i )
W.H.Hudson,
B a lladoran 1902/03 * 8
Eulomogo I I 8
Gilgandra I I 15 ( i i )
Mogriguy I t
Talbragar I I
R.N.Hughes Pty. Ltd,
Towradgi No.1 ( 12) 1980 7
h No.2(13) " 7
h BO ( 14 ) " 7
Mathew Jamieson & David F ro s t .(o r F orres t ) •
Morpeth Junction 04-09-1863 1 ( i )
Penrith N o.3 14-05-1862 4 ( 1  )
Picton N0 .I 12-05-1863 4 ( i )  **
Singleton 01-11-1862 4 ( i )
** - Jamieson & David Baton
A .J ohns on «
Carrathool 04-03-1882 5
NAME OF BUILDER: 289
David Jones,
STATION DATE TYPE NO.
Penrith No. 1/2 21-04-1890 5 .
Joseph Jordan..
Bungendore 06-09-1884 5
Queanbeyan 12-07-1886 6
E.W.Kinch.
Brundah 1900/01 8
Greenthorpe h 8
Mogongong h 8
Quondong
Uppingham
Warrangong
Wirega
h
h
h
h
8
Jsines Kyle.
Alhury 20-05-1880 6
j*
Langley & Thompson.
Harden (2) 07-1880 4 (i)
Laver & Filmer.
Grenfell 1900 18 (ii
Nields Lawson.
Rylstone 1884 5
NAME OF BUILDER:
STATION
Le. Britton & Donaghuc
DATE TYPE NO.
Junee (3) 12-07-1883 6
Ernest F. Leggo, 29 Regent Street, Paddington,
CooraLin 
Oaklands 
Ur ana
26-06-1911 8
" 8
1910/11 8
George Albert Leggo , 55 Stewart Street , Paddington,
Bankstown 25-08-1908 12
Bar* am ail 18-09-1909 8 (with M.D'
Fairy Hill II II I t
Lakemba 25-08-1908 19
Punchbowl 1* 19
Thomas Leggo,
Morpeth (3) 31-12-1881 4 (ii)
Leggo & Allibone, 64 Blues Point Road, North Sydney,
B' rrong 1928 *12
Cr aboon 12-07-1909 8
Dunedoo i t 8
Puggoon it 8
Tallawang it 8
Leggo,Dwyer,et al.
N ammoona 05-07-1906 8
¡AME OF BUILDER: '291
F . Lenn.
STATION DATE TYPE NO.
B i l l i n u d g e l  (1 ) 1895 8
B u rr in gbar  (2 ) 1894/95 8 *
Dunbible 1895 8
M o o ta l l II
Murwi llurnb ah ( 1 ) II 8
W i l l ia m  Lew is,
Woodstock 1887 5
»
Edmund Lonsda le , Armid a le .
Ann ida le 15—03—1882 6
James John McDonald,
•
Adams town No2 06-05-1887 5
Aw aba N o , 2 24-08-1887 15 ( i )
Cock le Creek 06-05-1887 15 ( i )
E a s s i f  ern 24-08-1887 15 ( i )
Richmond (2 ) 28-12-1887 5
Ter a lb a  No, 2 24-08-1887 5
The Rock ( 1 ) 05-03-1880 5
W err is  Creek 08-07-1878 ' 5
Dunc an McE ar 1 sne,
Mount Erome 26-? -1883 5
Charles  M cIntosh ,
Noi (1 ) 29-11-1889 5G-o s fo rd
NAME OF BUILDER: '292
Robert McIntosh;
STATION DATE TYPE NO.
R yda l 20-08-1869 1 (ii)
•
D .M a c In ty r e . 
Blaclrtovm N o .3 (2 ) 10-01-1884 4 (iii)
J u s t in  McSweeney.
Junee (2 ) 18-10-1883 6
W err is  Creek (1 ) & (2 )  12-12-1885 6
C .Matthew. 
Glencoe 01-12-1883 5
John D. M ach ie.
C orr im a l  No.1 07-07-1887 15 (i)
C .Manyes,
s*
Tempe N0 . I &2 20-02-1884 4 . ( i i  i  )
George M ich a e l .  
Dumaresq_ 17-10-1883 5
John M i l l e r .  
Coolac 14-12-1885 5
George M i t c h e l l .
Guyr a 20-11-1883 5
N A M E  OF BUILDER:
W
” 2 9 3
.M i t c h e l l .
S T ATION DAT E TYP E NO.
Bangalow 
Binna Burra
1894/95
II
•
Byron Bay (1 ) 1894 5
Mullumbimby (1 )  
Ty agar ah
1895
II
8
Warren (1 )  
W ill iam  Monday.
II 18 ( i )
S t .P e te r s  No.1&2 18-12-1883 
W illiam  Murray.
4 ( i v )  & 4 ( v i i )
T e n t e r f i e ld . 19- 02-1886 6
Omark Aust. Ltd.
Burwood N o .2/3(12) 1980 16
Lewisham No,1 tl 16
H.W.Owen.
B any abb a 
Camira Creek
1904/05
1905
8
Grafton 1904/05 18 ( i )
Gurr an ang 
Kcolkhan
II 8
L e e v i l l e  
M yrtle  Creek
II
II
8
V/arraga i Creek 8
Charles Palmer.
Blackheath (4 ) 08-10-1889 10
Faulconbridge 20- 01-1902 12
Glenhrook (2 )  
H a r t ley  Vale
2 0- 01-1902  
31-07-1891
12
Hawkesbury R iver (1 ) 31-05-1887 5
NAME OF BUILDER:
Charles Palmer. (cont )
STATION DATE TYPE NO.
Hawkesbury R ive r  (2 ) 31-05-1887 5
" (4 ) 03-01-1903 12
Linden 20-01-1902 12
Raglan (N/s) 12-09-1890 10
R ivers tone  (2 ) 08-10-1889 4 ( i v )
Tuggeramong 13-06-1887 15 ( i )
Parkes Indu s tr ie s .
4
Euahalong West (2 ) . 16
Thomas Parkinson.
Menangle No.1 05-08-1864 1 ( i )
W ill iam  Prephaugh.
St.Leonards No.1 09-11-1889 5
R.D.Quiggan, Bowcett S t r e e t ,  M ay f ie ld .
Dingadee 09-10-1911 8
Wards R ive r M 8
T.G.Quiggan.
Turramurra (2 ) 19-10-1899 12
R.Read,
W a l le r  aw ang No.1 19-05-1869 1 ( i i i )
NAME OF BUILDER: 295M.Reed.
STATION DATE TYPE NO.
Emu Plains No.2 (2 ) 20-06-1883 1 ( i i i )
D.H.Reld & Co., 244 Keppel S treet, Bathurst.
Bangaroo 19 0 8 /0 9 8
B illim a ri M 8
Canovvindra 11 8
Cowra West 11 8
Glenlogan 11 8
Warrobil 29-07-1908 8
Reid & Castle s^ 244 Keppel S treet, Bathurst
Gohondery 07-04-1908 8
Gulgong 27-07-1908 8
Kadungle 07-04-1908 8
Munna 29-07-1908 8
The T ro ffs 07-04-1908 8
Tu11amore h 8
D.N.Reid, 34 Temple S treet, Stanmore.
Coonerang 06-03-1911 8
Nimm.it ah e l 0 ) • II ‘ 8
Rock F lat 1910/11 8
Mr Roberts,
Bengerang 14-08-1913 8
Neewoora 04-11-1913 8
We erne 1 ah It 8
IN A M E  OF B U I L D E R 1 ' 2 9 6 \ ,
W i l l i a m  R o b i n s o n .
STATION DATE T Y P E  NO.
E a s t w o o d 1 3 - 0 5 - 1 8 8 6 5
R o c k d a l e N o . 4 / 5 1 9 - 0 3 - 1 8 8 4 5 .
I t H o . 1 ( 2 ) » 4 ( v i
W est  Ryde N o . 2 1 3 - 0 5 - 1 8 8 6 5
James R o d g e r s ,
Adamstown N o . 2 2 3 - 0 2 - 1 8 9 1 5
W ar  at  ah N o . 1 ( 1 ) 1 4 - 0 7 - 1 8 9 1 11
u N o . 2 ( 2 ) I I 3
D . R o u l s t o n .
N a rr o m in e 1 1 - 1 0 - 1 8 8 2 5
N e v e r t i r e ( 1 ) 1 3 - 1 0 - 1 8 8 2 5
E . R o w l a n d .
B i n i g u y 1899 8
G r a v e s e n d I I 8
Mar ambir I I
M ungie  B u n g ie I I
Y a g o b i e I I
«
C h a r l e s  S a u n d e r s .
• S y d n e y ( 2 ) 0 1 - 1 2 - 1 8 7 1 2
A le x  D . S c o u l l e r .
B e x h i l l 1894-
B o o y o n g I I
B u l l i N o . 2 0 2 - 1 2 - 1 8 8 5 5
Bunyan 0 9 - 1 0 - 1 8 8 8 15 ( i
B y r o c k 1 0 - 1 2 - 1 8 8 4  " 5
C a r c o a r 2 5 - 1 0 - 1 8 8 6 5
C h a ts w o o d  •* 2 1 - 0 2 - 1 8 8 9 5
C l a n d u l l a 2 7 - 0 6 - 1 8 8 3 5
— C l i f t o n  N o r t h  ( 1 ) 0 2 - 1 2 - 1 8 8 5 5
NAME OF BUILDER:
STATION
"297
Alex D .S c o u l l e r . 
DATE
( c o n t ) 
TYPE NO.
C ooma 
E I t  ham
19-02-1888 5
1894/95
Gordon 07-12-1888 5
Gunnedah 24-09-1878 5
Hornsby 25-10-1886 5
H u r s t v i l l e  N o .1/2 13-02-1884 4 ( i i )
L a u re ld a le 1893/94
Lismore 1894/95 5
Molong 02-12-1885 5
N a r ra b r i  West 05-05-1882 5
Nyngan (1 ) 19-03-1885 5
Tamworth 1880 6
Turramurra (1 ) 07-12-1888 15 ( i )
W h itton 03-08-1881 5
Wood lawn 1894/95
J .J .S c o u le r  & Co.
Belmore 1893 12
Canterbury I I 12
M a r r i c k v i l l e N o . 1 " 12
W il l ia m  Seabrook & W il l ia m  Brown.
U r a l la 05-07-1881 . 5
W il l ia m  Sharp.
Koorawatha 05-02-1887 15 a )
Monte a g l e I I 15 a )
James Smith.
06-09-1871 4 ( i )Murrurundi (1 )
NAME OF BUILDER:
. Stephen Smith.
STATION *• DATE TYPE NO.
Como No. 1 07-09-1885 9
Sutherland It 5 *
Roy National Park 02-09-1885 15 (i)
Hurstville No,3/4 07-09-1885 4 (vii
Thornleigh No.2(3) 28-08-1836 5
Smith» Finlayson & Timms,
Bell at a 10-07-1895 8
Berrigan 1896 . 8 (?)
Bogan Gate 23-09-1896 8 (?)
Brolgan c1 896
Edgeroi 10-07-1895
Gunning!land 1896/97 • 8
Gurley 10-07-1895
Moree (1 ) II
Nelungaloo 1896 8
Tycannah 10-07-1895
Robert Spiers.
Dapto 24-11-1887' 5
Shellharbour 08-02-1888 15 (i)
Unanderra (1) 04-11-1887 15
Steel Building Systemsi Pty. Ltd.
Adams town No,1 Comp 6-1977 16
George Stephenson.
Stanmore No.1/2 17-01-1886 4 (ii)
No.3 " 4 (vii)It
NAME OF BUILDER:
STATION 
Regent Street
G.Tucker.
Petersham No.1 19-08-1885 6
John Taylor.
Goulhurn No.1 20-01-1868 (11/7/1868)
Prank Vernon, Marrickville.
Ardlethan 14-10-1907 8
Ari ah Park (1) 17-10-1907 8
Barellan 14-10-1907 8
Beckom II 8
Kamar ah II 8
MIrrool ( 1 ) II 8
Moombooldool (1) II 8
C .V/aid er ford.
Bowenfels No.2 ‘06-04-1869 4 (i)
John V/alt on & Alex Johnson.
Table Top 01-06-1881 5
John White. #
Auburn No.1 21-04-1887 4 (ii)
Black Mountain 09-04-1884 ■ 5
Springwood 01-05-1884 4 (iii)
ntj' v U  J
St odd art & Medway.
DATE TYPE NO
1867
NAME OF BUILDER:
300
STATION
W ill iam  W i l s o n .
DATE TYPE NO.
N o . 1 (2) 02-12-1889
N o .1(2) 04-12-1889
G osford  
Greta
3
4 (D
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APPENDIX TWO
METEOROLOGICAL OBSERVATIONS SHOWING 
MEAN DAILY TEMPERATURES AND TYPES 
OF BUILDINGS AT 123 CENTRES
Source : Bureau of Meteorology, Climatic 
Averages - Australia, Canberra, 
Australian Government Publishing 
Service, 1975.
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STATIONS IN ART AND LITERATURE
People in overseas countries have long taken an 
interest in railway stations. Before the age of the motor 
car, people greatly depended on the services provided at 
the station. For these reasons, writers of both fact and 
fiction have frequently documented in various ways, the 
role of stations. Overseas authors have written books on 
stations dealing with one country, for example, "North 
American Railroad S t a t i o n s " , or one particular region,
such as "An Historical Survey of Selected Great Western
(2 ) (3 )Stations" , or one city, for example, "Glasgow Stations"
(4 )or even one particular station, such as Grand Central.
Authors of fiction in overseas countries have 
often made reference to railway stations. Arthur Conan Doyle 
regularly used the station in his plots. In 'The adventure 
of the Engineer's Thumb', he wrote "I reached the little 
dim lit station after eleven o'clock. I was the only 
passenger who got out there, and there was no one upon
(5)the platform save a single sleepy porter with a lantern". 
Writing of the future, George Orwell pivots the drama of 
human interaction in a society dominated by "Big Brother" 
around the railway station. He wrote: "for distances of 
less than 100 kilometres, it was not necessary to get your 
passport endorsed, but sometimes there were patrols hanging
/ c \
about the railway stations". After an encounter, the two
leading characters went away from the station. He went on 
to say that "the route she gave him was quite different from 
the one by which she had come, and brought him out at a 
differe’nt railway station". y
(1) J. Cavalier, North American Railroad Stations, Cranbury, 
A.S. Barnes & Co., 1979, and J. Cavalier, Classic 
American Railroad Stations, San Diego, A.S. Barnes
& Co., 1980.
(2) R.H. Clark, An Historical Survey of Selected Great 
Western Stations, Oxford, Oxford Publishing Co., 1976.
(3) C. Johnston & J.R. Hume, Glasgow Stations, Newton Abbot, 
David & Chartes, 1979.
(4) W.D. Middleton, Grand Central , San Marino, Golden West 
Books, 1977.
(5) A. Conan Doyle, "The Adventure of the Engineer's Thumb", 
The Complete Adventures and Memoirs of Sherlock Holmes, 
New York, Àvene1 Books, 1976, p. 119.
(6) G. Orwell, Nineteen Eighty-Four, Harmondsworth, Penguin, 
1980, p. 97T
ibid., p . 105.(7)
As well as station buildings being the subject of
both fact and fictional works, overseas writers have been
aware of the role of station buildings in art, literature,
politics and urban symbolism. France and other European
countries have held exhibitions on railway stations and one
book which was based on the exhibitions has been translated
(8)from french to english, german and Spanish. Unlike the
interest in and attention to stations in overseas literature,
Australian authors have largely neglected the subject. Writing
on the New South Wales Illawairra line, Singleton wrote that
(9)"Australian railways have not figured much in literature".
The documentation of railway station buildings in 
New South Wales has been largely restricted to a small number 
of university theses which have been written by students of 
architecture, landscape architecture and town and country 
planning. There have been no theses examining political, 
economic and social inputs to the decision making process.
There have been several published books which refer to station 
buildings in a minor way but not one published book has been 
entirely devoted to the subject. Two works by Sharp refer to 
the historical development of station buildings and another 
relates to decision making in the 1970s. Jeans and
Spearitt have published a book covering a number of areas of 
architecture, including approximately four pages on railway 
station buildings. Like most theses, the book by Jeans and \
Spearitt contains errors of fact and interpretation. The
last published work on stations is merely a group of seven 
photographs, without explanatory notes, of station buildings 
in New South Wales.
(8) No author, All Stations, London, Thames and Hudson, 1981.
(9) C.C. Singleton, Railway History in Illawarra, Second Ed., 
Wollongong, Illawarra Historical Society, 1970, p. 61..
(10) S.A. Sharp & K. Kain, "Civil Engineering", in S.A. Sharp 
(Ed.), A Guide to the Railways of New. South Wales, Sydney, 
Searail Productions, 1979 , pp.121 and 12 2 refers to the 
historical development. S.A. Sharp et al, New South Wales 
Railways -- The First Twenty Five Years, 1855-1890 , Sydney 
Australian Railway Historical Society, 19 80 , relates to 
station architecture between 1855 and 1880. S.A. Sharp, 
The 1979 New Scuth Wales Rail Transport Review, Sydney, 
Searail Productions, 1980, p. 34 refers to decision making 
in the 1970s.
(11) D.N. Jeans and P. Spearitt, The Open Air Museum, Sydney, 
George Allen and Unwin, 1980. For example, the references 
to dates of buildings at Redfern, Marrar and Strathfield 
on pp. 69, 71 and 112 are inaccurate. The reference to 
the widespread use of brick on early buildings in and 
around Sydney (p.69) is an error of interpretation.
(12) S. McNicol, Station Pictorial - 1, Elizabeth Downs,
Railmac Publications, 1981. Containing only 32 pages, 
it is hardly a book.
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Sporadic references have also been made to 
railway buildings in "coffee table" books, such as those 
by Patsy Adam Smith in "romance of Australian Railways",
m  which she comments on Albury, Bourke and Cobar stations.
Like most non-academic authors, Patsy Adam Smith has chosen
the subject stations for some peculiar characteristic,
like Albury's long platform and Bourke's isolation, rather
than for any intrinsic interest in the structures themselves.
Other references to station buildings in history have been
restricted to the more sensational examples, such as the
(14)Sydney Mortuary Platforms or to Sydney's terminal station
(15)because of its size. The absence of interest in station
buildings is reflected in Feanside's work "All Stations West"
which omits reference to any station building in New South
(16)Wales despite the book's title.
People in New South Wales have showed no interest
in station buildings in their own towns. Whilst some local
(17)histones, such as those of Goulburn and Tarrworth , refer
to the opening and development of the railway, many local
histories do not. The local histories of Forbes, Lismore
and Kempsey are examples of the absence to references of
(18)the railway . Although most local histories refer to 
their railway, even if only en passant or by illustration, 
not one local history about a New South Wales town makes 
any reference to its station building.
(13)
(13) P.A. Smith, Romance of Australian Railways, Sydney,
Rigby, 1973, p. 57. The obsession with the peculiar 
is not restricted to writers of "coffee table" books.
The Heritage Council of New South Wales in 1979 was 
pursuing restoration of the Albury platform awning on
the basis that it erroneously believed the Albury platform 
to be the longest in Australia, See Heritage Council of 
New South Wales, Annual Report to 30th June, 1979,
Sydney, Government Printer, 1980^ pT IT T -
(14) Reference to Mortuary Station, Sydney, in J.S. Curl,
A Celebration of Death, reviewed by N. Day, Sydney 
Mornlng Herald, 28th March, 1981, p. 48.
(15) R. Testro, A Pictorial History of Australian Railways, 
Melbourne, Landsdown Press, 1971, pp. 74-76, and B.
Carroll, Australia's Railway Days, Melbourne, Macmillan, 
1976, pp. 64 and 65.
(16) G. H. Feanside, All Stations West, Sydney, Haldane 
Publishing Co., 1970.
(17) See R. Milliss, City on the Peel, Sydney, Reed, 1980, 
pp. 108-111 and R.T.Wyatt, The History of Goulburn,
Sydney, Lansdowne Press, 1972, pp. 166-174.
(18) See M. Ryan (Ed.), The Story of a North Coast City, Sydney, 
Currawong Press, 1979; Forbes & District Historical Society, 
Historic Forbes, Forbes, no date and M.H. Neil, Valley of 
the Macleay, Sydney, Wentworth Books, 1972.
The steam locomotive has usually been the point
of initial attraction to an interest in railways. There
has been very little interest by the Australian Historical
(19)Society in station buildings. The locomotive has been
the focus of interest. Issues of Australian stamps have
occasionally featured railway scenes, but in all cases
these have been of locomotives.^^
In 1927, Irish published details of the origins
(21 )of names of New South Wales railway stations. Nearly
40 years later a similar list appeared in the house journal
(2 2 )of the New South Wales Government Railways. From 1946
to 1972 the railways administration published a "Railway
(23) .Quiz" m  which questions and answers relating to many
aspects of railway operation were set out. A number of 
references to stations were made but all of those related 
to peculiarities, such as the highest station or the longest 
platform. The only reference to any station building was 
Sydney terminal.
In the late 1970s, there was a general upswing 
in interest in the preservation of historic buildings. This 
was part of a world wide trend. Initially, interest centred 
upon domestic structures but a concept of "industrial
(25)archeology" emerged which encompassed railway stations.
Since 1975, the number of books published on overseas 
railway station architecture has increased rapidly. The 
public interest in the subject had been stimulated and 
attention turned to the preservation of station buildings.
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(19) Approaches in 1978 to individual Divisions of the Society 
in each State for names of people interested in railway 
station architecture brought no responses. The Society 
has not published any works on architecture other than by 
S.A. Sharp.
(20) Oral advice of I. Cameron, Telecom Aus., 6th April, 1981.
(21) C .A . Irish, "Names of Railway Stations in New South Wales", 
Journal of the Royal Australia Historical Society, Vol.13, 
1927, pp. 99-144.
(22) The list was serialised. See for example The Railwaymen, 
Vol. 4 No. 3, June/July, 1962, p. 4.
(23) Issued as "Transport Quiz" in '1978.
(24) See Public Transport Commission, Transport Quiz, Sydney, 
Government Printer, 1978, p. 9. The opening dates and 
size are the only details given.
Typical of the inclusion is A Raistrick, Industrial 
Archeology, Frogmore, Granada, 1973, pp. 157 and 158.
(25)
The National Trust of Australia (N.S.W.) has a list of 
buildings considered worthy, some of which are classified
for preservation by the New South Wales Heritage Council.
In response to the increased community interest in railway
stations, the Public Transport Commission published in 1978
a book of station openings, closures and changes of names
and in 1980 published a book of select station building
(27)diagrams.
If the very few references in the late 1970s in 
journals, newspapers and other material available for public 
consumption relating to station buildings is any guide, it 
can only be argued that little interest has been shown by 
the New South Wales public. In support of this is the very 
few instances in which New South Wales railway stations have 
been referred to by writers of fiction. So far as can be 
ascertained, only seven references to New South Wales
railway stations exist in Australian fiction over the 125
. (28) year period.
Questions in Parliament, newspapers and other 
sources demonstrate that the community on occasions considered 
that it deserved better station facilities. However, on 
only very few occasions have people displayed a desire for 
a more ornate or more modern building. It would appear that 
the public has been interested more in the services available 
to them, the facilities provided and the location of platforms 
than the design of their buildings.
Whereas in the United States of America the
(29)station "served as the community’s gateway to the world" 
and in England where the station set the "keynote for a 
journey" , in Australia there has not been the same 
extent of public interest in station buildings.
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(26)
(26) In 1981 the Commonwealth Government made a grant of 
$15,000 to the National Trust for a survey of extant 
station buildings that are structurally sound for 
preservation.
(27) Public Transport Commission, Station Names, Sydney, 1978, 
and Public Transport Commission Station Building Diagrams, 
Sydney, 1980.
(28) These are referred to also in Part Four.
(29) H.R. Grant & C.W. Bohi, The Country Railway Station in 
America, Boulder, Pruett Publishing Co., 1978, p. 3.
(30) M. Bowers, Railway Styles in Building, New Malden,
Almark Publishing Co., 1975, p. 7.
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Bayley says that "the Young railway station 
became a social centre, people crowding the platform every 
evening to welcome the trains which displaced Cobb & Co. 
on the road. People crushed and pushed to get a better 
view of proceedings. It became necessary to prohibit 
people other than passengers from being on the platform 
on the arrival and departure of trains in 1891. Whilst
Young railway station may have been crowded, this was not
. . (32)the general position at other stations of the same size.
Moreover, people were prohibited from the platform only on
the grounds that the staff could not tell who had detrained
and who were merely visitors. For this reason, the railway
. . . . (33)administration introduced a system of platform tickets.
Those with platform tickets were admitted to the platform.
Thus, the matter was related to fare evasion and not to
uncontrolable crowding.
The public disinterest in station buildings is
reflected by the very few occasions on which they have been
the subject of art works. Two paintings only are known to
exist of New South Wales railway stations. Both of these
are of the Sydney terminal stations, being painted in 1893 
(34)and 1974/75. Only one sketch of a railway station,
(35)namely Bowen f els, is known to have been Linder taken.
Cartoons in newspapers and journals have often featured 
. . . rstation buildings during periods of rail strikes. Indeed, 
it would seem that cartoons has been the main medium through 
which station buildings have received the most public
(31) W .A . Bayley, Rich Earth, Young, Young Municipal Council, 
1977, p. 105.
(32) For example, the Minister for Public Works indicated 
in 1895 that on the northern line crowding was a 
problem at only four stations and that platform tickets 
were issued only at these centres. Of the four towns, 
(Singleton, Quirindi, Tamworth & Muswellbrook), platform 
tickets were issued at the last only for down mail trains. 
See New South Wales Parliament, Parliamentary Debates, 
1894/95 Session, 16th Parliament, 6th March, 1895, Vol. 75, 
1st Series, p. 4114.
(33) ibid.
(34) Arthur Streeton, The Railway Station, Redfern, and 
Jeffrey Smart, Central Station"! Letter dated 30th January, 
1981, from Art Gallery of New South Wales to S. Sharp and 
telephone conversation with Joan King, Art Gallery, on 
10th February, 1981; also confirmed by B. Baigent in 
letter to S. Sharp dated 5th February, 1981. Mr. Baigent 
indicated his intention to paint a picture of Liverpool 
station.
(35) By Margaret Simpson, 32 Shirley Road, Roseville. Details 
from M. Simpson.
exposure in art and literature. Appendices one, two, three, 
four and five to this chapter give examples. This supports 
the view that station buildings have rarely, if ever, 
received serious public attention.
In a country such as Australia, where travel times 
and distances are substantial, the public has displayed little 
interest in their station buildings. There have been a 
number of instances in which the public has expressed 
complaints through Members of Parliament, the Press and by 
other means but it would appear that the majority of people 
in the majority of towns with railways were, and still are, 
concerned with other issues, such as the frequency .and 
punctuality of train operations than in their station 
structures. The complaints of local residents, travellers 
and other users of stations have related largely to the 
functions and not to the forms of structures.
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id The 
ord was 
xed . . .
E BIBLE may be exempt 
m the Federal Govern- 
nt’s proposed new sales 
, but there is still doubt 
ether other methods of 
eading The Word will be 
by the tax.
Paul Lynch, editor of the 
iting Church newspaper 
■ward has written to 
usurer Howard seeking a 
( cation.
Lynch points out that 
rch newspapers are not in- 
ded to make profits and 
t to his knowledge all of 
n lose money.
Lynch, in his letter to How- 
, said, “The churches ac- 
t these losses because they 
the regular dissemination 
;hurch news, of devotional 
cles, and of religious views 
ndispcnsible to their work 
Christian ministry.”
-loward has formally 
nowledged the receipt of 
>ch’s letter, but so far has 
ained from answering his 
stion.
.okmarket in 
»at marks
JPONS1BIL1TY for the 
>rt meat scandal is being 
easingly focused on the 
arent recklessness of Fed- 
authorities in failing to 
guard the “Australia Ap­
ed" stamp, the symbol of 
>rt approval.
although some of the 
emeat was marked with 
ally-made stamps, there 
seems to have been some- 
g of a blackmarket in the 
ks.
i Tasmanian health in- 
tor recently turned up 
stray meat stamps — one 
was apparently “lost” two 
s ago, and another which 
never been recovered by 
Department oFPrimary 
jstry from an abattoir 
:h had slopped exporting 
e years ago.
( a
“We voted for the crowd that promised to keep the 
railway open. They didn’t say they’d run any trains 
on it.”
Unkind cut of the socialist style
LATEST Polish joke concerns 
the Czech President Gustav 
Husak who went to see his 
barber for his monthly short- 
back-and-sides. The barber, 
recognising the Great Man, 
rattled on about the situation 
in next-door Poland, to 
Husak’s increasing annoy-
Finally the President 
stopped him with: “Why are 
you so interested in the 
treasonable activities of the 
Polish recividists?” The bar­
ber replied: “But I’m not 
really, Mr President. It’s just 
that it’s so much easier to cut 
your hair when it stands on 
end.”
r.e below one's sis tiding to bo s serves-. Ail ultimate saie^ 
¿'Federal miaLter, V  guards for à adn-eïécted cfïté&l
i AntPohy Wedgwood Bern*
We are glati he palled out 
* might have suffered permarj 
eai damage. : ' , - Tj
r . - .— IVeyfiie Wrm
v •“ .. • • • ■ \ V a
The comujittee concludes . 
'that on the bn’ascc of p?ob*> h 
'hilitici Mr Sinclair's tecoP.ee-, n t
ftjon of the events was not as 
l reliable as that of Mr Webster, 
j ' ' - ■ -  Senate report on
5 AsiaOhuy Industries.
Anyone v/fco thinks 
LMakohu Fraser is tough a m t  
¡.have bypassed fan Sinclair’s 
"office. - ■ .
, ■ NCP member.
We are not, the nigge? Isi the 
K-oodnlle. ■
■ — jim  Lünjforit, rr&azging director 
< : ■ . oiCostrfa.
— President of the Irish 
Association Michael Dccksn on' 
its  end of the hunger str/kej
; i- . • • ,■ . • ' ■ • • ;1■ j
The «aosi Uoportaai taing-to- 
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Nelson Bunker Hunk] 
■ y •.}
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j -  [intnh PM Mrs Thsrchor
* -*■ -u S u d i J i  Wvi A.\;W-iUT.' ^ :«b t'rf 'ik k  «¿S
■ / A  I ■- mi hope nc’tl just shut lip. j
-  Msophss on Victorian RSL* 
president Sruco flux ton/:! 
; nzivocc fa of n return to fhe\
\  . * . White Australia poticyi;
Prices
commission
getting crusty 
over bread issue
SOMEWHAT truculently, the 
NSW Prices Commission an­
nounced on September 14 
that it would continue to ask 
witnesses questions which 
might lead them to self-in­
crimination. This followed 
earlier protests by the counsel 
for the Bread Manufacturers’ 
Association that the honored 
principle of common law pro­
tection was being ignored.
The commission claimed 
that Section 13 of the Prices 
Regulation Act gave explicit 
permission for its action, and 
had remained virtually un­
altered since the first Act of 
1948.
The legal argument may be 
protracted if the ruling is 
challenged, but in the mean­
time the bakers, desperate for 
a price rise, would be 
alarmed.
The commission has wide 
powers for imposing fines or 
imprisonment or both if 
witnesses refuse to answer 
questions. It claimed in its 
ruling that it would offer all 
possible confidentiality to 
witnesses, and should not and 
would not act as policeman, 
prosecutor or criminal jury so 
far as any incriminating evi­
dence was concerned.
Its job, it said, was to get 
the facts directly, even at the 
expense of requiring people to 
incriminate themselves.
What would such evidence 
be likely to cover? The com­
mission mentioned that if any 
question of “secret commis­
sions” arose it would favor the 
prompt and efficacious dis­
charge of its main function 
over communicating with the 
Attorney-General.
It went on to mention evi­
dence during the inquiry “of 
alleged widespread breaches” 
of Acts regulating the bread 
industry. It had been claimed 
that unsold bread was being 
returned in large quantities; 
that baking hours legislation 
was being breached.
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CHAPTER TEN
IMPACT OF NON N.S.W. STATION BUILDINGS IN N.S.W
10 . IMPACT OF NON NEW SOUTH WALES GOVERNMENT 
BUILDINGS IN NEW SOUTH WALES
10.1 INTRODUCTION
Within the geographic borders of New South Wales, 
private enterprise and other State Governments have erected 
Station buildings on their own railway lines. This chapter 
examines the architecture of those buildings and makes 
comparisons of those structures against the designs of 
station buildings which the New South Wales Government has 
used. It assesses the extent of influence between non New 
South Wales Government and New South Wales Government 
structures. In addition, it examines non public stations 
which the New South Wales Government opened.
Each individual line is discussed separately in 
this chapter but is grouped according to whether the building/s 
involved were located on private lines located on New South 
Wales Government lines but privately sponsored, were on 
lines or at stations owned and operated by governments 
other than the New South Wales Government or were structures 
erected by the New South Wales Government but were not 
available for public use, being restricted to use by 
Departmental employees.
10.2 STRUCTURES ON PRIVATE LINES
10.2.1 NEWNES JUNCTION TO NEWNES RAILWAY
The Commonwealth Oil Corporation opened the 32 mile
branch'in 1907.^ Information is known about only two
structures on the line. Firstly, there were the timber . . (2 )buidmgs at Deane which were unlike any New South Wales
structures and that at Newnes which was a two room example
of the New South Wales skillion roofed building and an exact
(3 )copy of the building at Newnes Junction. A post office,
of non-railway architecture, was also located on the platform 
at Newnes.
(1) L. & J. Lane, Newnes, Lithgow District Historical Society, 
Occasional Paper No. 26, 1977, p. 2.
(2) H. Deane, The Wolgan Valley Railway - its Construction, 
Sydney, reprinted by Australian Railway Historical Society, 
1979, pp. 15 & 27.
(3) W .A . Bayley, Blue Mountains Railway, Bulli, Austrail 
Publications, 1980, pp. 65 & 67.
10 . 2.2
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SOUTH MAITLAND RAILWAYS (S .M .R .)
The East Greta Coal Mining Company opened a
section of line from East Greta Junction in 1893. (4) This
subsequently formed part of what later became known as the
(5 )South Maitland Railways extending from near Maitland to
Cessnock, a distance of 20 miles. Nothing is known of the
buildings at East Greta Junction, East Greta, Heddon and
(6)Aberdare Junction.
It appears that there was no building at the
:irst Standford Merthyr station . 7) Eardley called the
(9)
second station, built between 1902 and 1904, at Standford
(8)Merthyr 'rather primitive'. It was a gable roofed shed
with corrugated iron sheeting for exterior walls and roof,
unlike any New South Wales Government building. The third
structure, dating from 1909, was similar to the New South
Wales Government Initial Island/Side Platform type though
the evidence available is not sufficient to establish any
precise l i n k . ^ ^  The station name changed from Stanford
Methyr to Kurri Kurri in 1922 .
The South Maitland Railways Pty. Ltd. had opened
(12)a platform at North Kurri Kurri in 1904 but nothing of
the structures is known until the early 1930s when the 
Company closed the former Standford Merthyr station (renamed 
Kurri Kurri in 1922) and renamed North Kurri Kurri to Kurri 
Kurri.(13)
(4) J. W. Delaney, "The South Maitland Railways", Australian 
Railway Historical Society Bulletin, Vol.17 No. 345,
July, 1966, p."147.
(5) A brief history is given in J.W. Delaney, Brief History 
of the Railways now known as South Maitland Railways, 
unpub-] manuscript, Newcastle Public Library, 196 8.
(6) Delaney, Brief History ... ibid., p. 3, says that 
Aberdare Junction and Heddon were unattended platforms.
(7) G. Eardley, The Railways of the South Maitland Coalfields, 
Sydney, Australian Railway Historical Society, 1969, p. 46.
(8) ibid., pp. 46
(9) ibid., P. 47.
(10) ibid., P. 75.
(11) ibid.
(12) ibid., P- 52 .
(13) ibid.
Whereas Stiindford Merthyr was located at the end
of a branch line, North Kurri Kurri was on the main line to
Cessnock. North Kurri Kurri was the first ’station to
. . (14)provide a covered platform and other facilities'.
Two plans exist of the building on the down
platform at North Kurri Kurri. Both are signed by the
Company Manager, R. J. Lindsay, dated 29th September, 1930,
(15 )and 9th March, 1931. Both were six room structures and
were exact copies of the Initial Island/Side Platform
structure which the New South" Wales Engineer-in-Chief had
used in 1914 between Waratah and Maitland for the
quadruplication of the main Government northern line. On
the up platform, the Company Manager used a plan in 1933
for an awning only which he constructed from the awning of
(16)the former Standford Merthyr structure. The Company
(17)replaced this in 1939 with a similar but wide awning.
The next intermediate station was Weston. Its
initial structure dating from about 1903 was "a neat weatherboard(18)building housing an office and two waiting rooms". It
was similar to the skillion roofed type of the New South
Wales Government, though it had a transverse gable over
( 19)the open-fronted general waiting room. In 1927, Lindsay
approved a replacement structure which was another precise
example of the Government initial island/side platform
. . ( 20 ) structure.
Eardley says that the first Abermain station was
(21)"of similar design to that at Weston". In 1936, Lindsay
approved a new building being another copy of the New South
( 22 )Wales initial island/side platform building.
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(14) Newcastle Morning Herald, 16th February, 1966, press 
cutting file, Newcastle Public Library.
(15) SMR Plan Nos. B5-4-356 & B5-4-357. The difference was 
restricted to a redesignation of two rooms.
(16) SMR Plan No. B5-4-380 dated 15th September, 1933. The 
ability to transfer the awning suggests that it was not
. an integral part of the Standford Merthyr structure, 
being added later and supports the view that the structure 
dates earlier than the Initial Island/Side Platform type.
(17) SMR Plan No. B5-4-388.
(18) Eardley, Railways of the South Maitland Coalfields, p. 28.
(19) ibid., p. 29.
(20) SMR Plan No. B5-4-359.
(21) Eardley, Railways of South Maitland Coalfields, p. 28.
(2 2 ) SMR Plan No. B5-4-359.
Nothing is known of Neath station between the
opening in 1907 and 1956 when the SMR approved buildings
for up and down platforms. They were exact copies of the
(2 3 )Government reverse skillion roofed type.
At Caledonia, there existed a timber structure
similar to those at Weston and Abermain, although the date
(24)of the structure is unknown. This was the only structure
on the SMR system that Lindsay did not replace with a more 
modern brick structure.
The only reference to the first terminal building 
at Cessnock is that it was 'unpretentious and consisted of
a single faced platform with a weatherboard office and
. . (25)waiting room accommodation'. The second terminal
structure at Cessnock dated from 1920 and was another copy
/ o r  \
of the Government initial island/side platform design. '
10.2.3 THE RAILWAYS OF J. & A. BROWN
Commencing in 1856, the rail system which connected
with the Government line at Hexham extended for many miles
in a south-westerly direction, joining the South Maitland
Railways at Pelaw Main. Of the various platforms which
existed to serve only miners and not the public, there is
only one known reference to station buildings. This relates
(2 7 )to Richmond Main of which Eardley says had "no shelter".
10.2.4 WEST WALLSEND LINE
Between 1888 and 1930, two private coal companies
provided a passenger service between the Government line at
(28)Cockle Creek and West Wallsend. v
Andrews has written that the four stations on the
line - Barnsley, Holmesville, MacGeggie's and West Wallsend -
were all of similar architecture, being gable roofed structures
(2 9)having weatherboards on exterior walls. From the scant
information available, the structures were unlike those of 
the Government.
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(23) SMR Plan No. C5-4-978.
(24) SMR Plan No. C5-4-315.
(25) Eardley, Railways of South Maitland Coalfields, p. 40.
(26) SMR Plan No. B5-4-363.
(27) G.H. Eardley, The Railways of J. & A. Brown, Sydney, 
Australian Railway "Historical Society^ 19 72 , p. 98.
(28) For a history, see B.R. Andrews, "The Railways and 
Collieries of the West Wallsend District, Australian 
Railway Historical Society Bulletin, Vol. 26 No.450, 
April, 1975, pp.77-93 and Vol.26 No.451, May, 1975, pp. 
109-124.
(29) ibid., No. 451, p. 115.
10.2.5
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WALLSEND LINE
The Newcastle-Wallsend Coal Mining Company
provided a station at Wallsend in 1874.^°^ The Company
structure looked vaguely like the Government standard
roadside station, being of gable roof and brick construction,
though it differed insofar as it was a little wider than
the Government design and did not feature the detached
(31)"wings" of Government examples.
10.2.6 BENNETT'S AND SIMPSON'S RAILWAYS
In October, 1886, the Colonial Governor gave 
his assent to Bennett's Railway Act which permitted the
construction of a railway line from Clyde to the Southern
(32)bank of the Parramatta River. This line terminated near
Sandown. In June, 1893, the Governor assented to Simpson's 
Railway Act which allowed for the extension of the line in
three sections to Dural, though contractors built only the
(33)first section to Carlingford. By the end of 1896, both
Bennett's and Simpson's Railways were "in the hands of
(34)their mortgagee". In 1898, the Government purchased
the lines, but the first Government passenger service did
(35)not take place until 1st August, 1901.
Of the stations on the line, information is only
available in'respect of the buildings in the time of
private operations at Rydalmere, Dundas and Carlingford.
In the latter half of the 1890s, Thomas Firth
reported that "station buildings are of timber with iron
roofs and in all cases general and ladies' waiting rooms,
ticket offices and latrine accommodation for gentlemen are
(36)provided". Singleton noted that the buildings at
Rydalmere "differs in appearance from any of the Government
(37)structures" and he described the Dundas structure as a(38)"Company type building". '
(30) Newcastle Chronicle, 21st March, 1874, p. 3.
(31) See G.H. Eardley, "The Newcastle-Wallsend Coal Mining 
Company", Australian Railway Historical Society Bulletin, 
Vol. 11 No. 275, September, 1960, p. 137.
(32) C. Jenkins, "The Carlingford-Clyde Branch Line", 
Australian Railway Historical Society Bulletin, Vol. 25 
No. 446 , December, 197 4 ' p . 2697
(33) ibid.
(34) ibid., p. 278.
(35) ibid., p. 279.
(36) Cited by C.C. Singleton, "The Railways & Tramways of the 
Parramatta Hills District", Australian Railway Historical 
Society Bulletin, Vol. 6, No~ 2~l0, April, 1955 , p. 54.
(37) ibid., Vol. 6 No. 211, May, 1955, p. 60.
(38) ibid., p. 61.
The Rydalmere and Carlingford structures were 
in fact alike and different only from the Government 
standard roadside station in that a hip roof replaced the 
gable and the separate "wings" were absent. Dundas differed 
from the preceding two only insofar as the awning on 
Rydalmere and Carlingford, which was supported by timber 
posts, was supported at Dundas by timber braces and was 
much narrower.
Whilst the Carlingford line structures were not 
like those on the Government 'system, there was not the degree 
of difference as suggested by Singleton.
10.2.7 THE ADAMSTOWN-BELMONT LINE
Under the Redhead Coal-Mine Railway Act of 1883,
as amended in 1888, the New Redhead Estate and Coal Company
(3 9 )completed a line in about 1892 from Adamstown to Belmont. 
Details are available only in regard to Whitebridge which is 
similar to the Government skillion roofed type and Belmont 
which was similar to the Government extended rafter type.
10.2.8 SILVERTON TRAMWAY
The South Australian Government authorised a
railway line from the South Australian border to Broken Hill 
in 1884 . ^ ^  Singleton said in regard to the Sulphide Street 
station that the "limestone station building at ground level 
is most reminiscent of a South Australian narrow gauge 
station of the 1880s". it is unlike New South Wales
Government structures but it is not possible to comment about 
the degree of familiarity with South Australian buildings in 
the absence of knowledge of South Australian practice. The 
structure at Railway Town is a large commercial structure and 
unlike New South Wales Government practice. At Silverton, 
the semi-circular roofed structure was unlike any New South 
Wales building, but the station building at Cockburn was 
very much like the New South Wales reverse skillion roofed
(39) Letter dated 9th March, 1981, from New Redhead Estate 
& Coal Coy., to S.A. Sharp.
(40) C.C. Singleton, "Railed Transport in the Broken Hill 
District", Australian Railway Historical Society Bulletin, 
Vol. 13, No. 294, April, 1962, p. 50.
(41) ibid., p . 57.
(42) For photographs of Cockburn and Sulphide Street, see
S. McNicol, Silverton Tramway Locomotives, Elizabeth Downs, 
Railmac Publications, 19~8l, pp. 5 and 25.
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10.2.9 DENILIQUIN S. MOAMA RAILWAY
The Deniliquin & Moama Railway Company opened a
railway from Echuca in Victoria to Deniliquin in New South
( 4 3 )Wales on 4th July, 1876. At the opening, all structures
were of timber and corrugated iron and looked more like
(44)storage sheds than stations. There was no resemblance
between those and New South Wales Government structures.
Since the opening of the line, all structures have
been replaced by the Victorian Railways which took over
control of the line under the terms of the Border Railways
Act, 1922. The design of replacement structures does not
resemble New South Wales Government architecture, being
(4 5)designs employed generally by the Victorian Railways.
10.2.10 CADIA BRANCH
From the information available, it would appear 
no station buildings existed on this branch from Spring 
Hill, opened in 1912 by Hoskins Bros.
10.2.11 WARWICK FARM RACECOURSE
From the information available it is not known
whether there was at any time a building on the platform at
.. (4 7)the racecourse.
10.3 PRIVATELY SPONSORED STATIONS ON NEW SOUTH WALES
GOVERNMENT LINES
Various individuals and companies have petitioned 
and paid for the erection of stations on Government lines 
which the Government would not otherwise have constructed in 
the absence of private funding. The stations concerned are 
Lucasville, Engadine, Lapstone, Warrimoo, Stanmore and 
Cardiff. In the cases where the architecture is known, 
engineers employed designs which were at the time in use 
elsewhere.
(43) No author, Deniliquin & Moama Railway, Melbourne, 
Australian Railway Historical Society, 1976, p. 4.
(44) For photographs of the first Deniliquin & Mathoura 
buildings, see G.H. Eardley, "The Deniliquin & Moama 
Railway Company", Australian Railway Historical Society 
Bulletin Vol. 12 No. 280, February, 1961, pp.24 & 27.
For the first structure at Moama, see Victorian Railways 
photo No. H3582.
(45) See Victorian Railways photos Nos.PR8839 & PR7820 of 
Moama and Mathoura respectively.
(46) G. Eardley, "The Cadia Ironstone Railway", Australian 
Railway Historical Society Bulletin, Vol. 22 No. 399, 
January, 1971, pp. 1-9 provides a history.
(47) Letter dated 30th January, 1981, from Australian Jockey 
Club to S. Sharp.
10.4 NON NEW SOUTH WALES GOVERNMENT LINES & STRUCTURES
10.4.1 MOAMA-BALRANALD LINE
The Victorian Railways commenced construction of 
this line in 1924 under the terms of the Border Railways Act, 
1922. The buildings along the line are of designs generally 
used by the Victorian Railways throughout Victoria at the 
time.
10.4.2 MULWALA-OAKLANDS LINE
The Victorian Railways extended the line from 
Yarrawonga across the border in 1938 to meet with the New 
South Wales Government line at Oaklands. The architecture 
of structures is of Victorian Railways origin.
10.4.3 TOCUMWAL
The Victorian Chief Civil Engineer approved the 
design of this structure in January, 1 9 0 9 . ^ ^  It is of 
Victorian design.
10.4.4 CANBERRA
The first station building in Canberra dates from
(49)1914. Although the approving officer is unknown, it is
reasonable to assume that he worked for the Commonwealth 
Government. It was similar to the New South Wales Government 
extended rafter type though larger than examples of that 
architecture in New South Wales. For the opening of the 
Commonwealth Parliament in Canberra in 1927, the Commonwealth 
Director General of Works approved a plan in 1926 for a new 
building. Like the 1914 structure, it was erected in
timber but the design resembled nothing in New South Wales, 
it having a cantilevered awning.
The third structure at Canberra dates from 1965 
and was designed by the National Capital Development
(51)Commission. There is no similarity between it and
(52)New South WaJ.es Government buildings.
(48) Letter dated 27th February, 1979, from Victorian 
Railways to S. Sharp.
(49) Dating from photo of first train to Canberra in A. 
Fitzgerald, Historic Canberra 1825-1945, Canberra, 
Australian Government Publishing Service, 1977, p. 84, 
and letter from W. Shellshear undated to S. Sharp.
(50) Plan No. A1498 dated 19th July, 1926, Australian 
Archives, Canberra.
(51) Commonwealth Railways, Press Statement, entitled 
"Brighter Canberra S t a t i o n d a t e d  2 6th September, 1966 .
(52) Apart from the resemblance of the awning on the up 
platform at Waverton.
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10.4.5 RUTHERFORD
The Government opened a branch in 1914 to the
Rutherford Racecourse which remained the terminus of the
line until the Second World War when the Commonwealth
Government bought land to the north of the racecourse.
At that stage, the State Government extended the line in
(53)1942 into the Commonwealth property. Approved by
W.R. Beaver, Acting Chief Civil Engineer, in 1941, the
timber structure was similar to the buildings Beaver was
(54)approving in the early and mid War years.
10.4.6 ROPES CREEK LINE
The State Government opened the line to Dunheved 
on 1st xMarch, 1942 , and to Ropes Creek on 29th June, 1942 ,
"to give rail access to the Commonwealth Government's
■ • (55)munitions factory at Ropes Creek".
Beaver approved the design for Dunheved in 1941,
it being the same design as at Ropes Creek and Rutherford.
In 1957, the Commonwealth Department of Defence Production
approved a design for a new station at Cochrane. It was
an exact replica of a design then in use by the New South
Wales Government Department of Railways.
10.4.7 COOERWUL
The Commonwealth Government approved the erection
of a station building on the up platform at Cooerwul on 23rd 
(5 7)June, 1941. It was nothing more than a large open
fronted shed with a gabled roof, but this latter feature 
was not in accord with sheds that the New South Wales 
Government was providing elsewhere. New South Wales 
Government practice for sheds at the time was aligned to 
skillion roofed structures,
(53) Notes prepared by S. Sharp entitled "Newcastle Tour",
9th February, 1980, for members of New South Wales 
Division, Australian Railway Historical Society, p.
(54) Plan dated 9th December, 1941, signed by W.R. Beaver, 
State Rail x^uthority Way & Works Branch Plan Room.
(55) S.E. Dornan & R.G. Henderson, The Electric Railways of 
New South Wales, Sydney, Australian Electric Traction 
Association 1976, p. 56.
(56) Department of Defence Production, Plan No. C14/28B, 
dated 23rd December, 1957.
(57) A. Cargill, Railway Stations & Industrial Sidings in the 
Lithgow Valley, Lithgow District Historical Society, 
Occasional Paper No. 25, 1977, no pag,
(58) Description provided by A. Carghill in letters dated 
29th January and 16th February, 1981, to S. Sharp.
10.4.8
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RIFLE RANGE PLATFORM
It is unknown whether a building existed on this
i *.* (59)platform.
10.4.9 WALLANGARRA
The Queensland Chief Engineer designed the station 
building at Wallangarra, the construction of the hipped roof, 
brick structure being included in a contract "accepted on 
10th March, 1885".^^ The Queensland Government opened 
their line to the border on 14th February, 1887, whilst the 
New South Wales Government did not open the line from 
Tenterfield until the 16th January, 1888. To mark the event, 
the New South Wales Engineer-in-Chief fitted a typical New 
South Wales railway awning on the standard gauge side of the 
structure.
10.4.10 BORDER TO SOUTH BRISBANE
Under the Grafton-Kyogle to South Brisbane Railway 
Agreement Ratification Act, 1924, the New South Wales 
Government agreed to provide all locomotives and rollingstock 
for passenger and freight services between the Queensland 
border and South Brisbane. However, R.E. Sexton, the 
Queensland Chief Engineer at the time, approved all the 
structures which were copies of designs used at that stage 
throughout Queensland.
10.5 NON PUBLIC NEW SOUTH WALES STATIONS
The New South Wales Department of Railways has 
opened *a number of stations which have not been available 
for public use. The most obscure of the examples is the 
Lake Bathurst Quarry platform, which the Government provided
/ r  n  \
in 1885. Despite the provision of a raised platform,
the Department of Railways did not erect a building on the
i ^  (63)platform.
(59) P. Neve, "The Liverpool-Anzac Rifle Range - Holdsworthy 
Military Line", Australian Railway Historical Society 
Bulletin, Vol. 15 No. 322, April, 1964, p. 149 has 
photograph showing part of platform and no structure is 
visible.
(60) Letter from Queensland Railways dated 9th March, 1979, 
to S. Sharp.
(61) ibid, dated 30th April, 1981.
(62) L. Oberg, "The Story of the Lake Bathurst Ballast Railway" 
Australian Railway Historical Society Bulletin, Vol. 29 
No. 484 , February, 197 8 , p. 31.
Letter from L. Oberg dated 13th March, 1981, to S. Sharp.(63)
Whilst the Lake Bathurst Quarry platform was 
used by picknickers, members of the public did not use the 
remaining platforms which the Department of Railways 
provided strictly for Departmental personnel. At Sulphide 
Junction, on the up platform, the Department provided an 
open fronted waiting room based on the initial island/side 
platform design. The down platform at Sulphide Junction, 
like the station a Clyburn, possessed only an awning.
The remaining platform for Departmental workers 
only had one room shelters with external walls constructed 
of timber or corrugated iron. These were located at Enfield 
South, Enfield Loco, Tarpaulin siding, Hope Street, Delec, 
Boshops, Welders, Sigshops and Electric Carshops. All were 
within the Enfield/Chullora area. At all locations, the 
structures followed the skillion roofed or reverse skillion 
roofed designs used generally throughout the State, though 
the use of corrugated iron for exterior walls was below 
the standard engineers provided at public stations.
iO.6 CONCLUSIONS
When private companies erected station buildings 
in New South Wales, they mostly chose low cost timber and 
iron structures which did not resemble New South Wales 
prototypes. In the cases of the South Maitland Railways 
and Silverton Tramway, the Companies erected substantial 
brick buildings. The greater significance of passenger 
services on these lines accounts for this position. The two 
Companies represent the private railways with the largest 
route mileage in New South Wales (20 miles and 37 miles 
respectively) and the longest duration for the provision of 
passenger service (67 and 84 years respectively). In all 
other cases, railway passenger services have been infrequent 
or short lived, other than perhaps the Belmont and Carlingford 
lines on which the Government subsequently took charge of 
passenger train operations. However, in these two cases 
timber structures remained to serve residents.
Organisations built structures to their own designs 
where they could. When the New South Wales Government 
provided through passenger services, as in the cases of 
Cessnock, Belmont and Carlingford, there was greater pressure 
to provide facilities approximating those on Government lines. 
The easiest way to do this was to build structures to similar 
designs. This,private organisations did.
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When Governments other than the New South Wales 
Government crossed into New South Wales, they built station 
buildings of an architecture in use in their own States.
In those cases where the New South Wales Government erected 
buildings for non-public use, it adopted a policy of providing 
the most frugal of accommodation - a standard below that for 
public buildings.
The existence of designs other than those of the 
New South Wales Government did not influence the architecture 
of buildings approved by New-South Wales engineers.
Whitton, his peers and his successors, would have 
been aware of the design of structures used by other 
Governments and private enterprise. In giving evidence 
to the 1869 Parliamentary Select Committee on Railway 
Extension, Whitton intimated an awareness of Victorian 
structures. It is also known that he inspected buildings
on the Moama-Deniliquin line in 1876 . New South Wales
engineers consciously continued with their own designs by 
choice, not in ignorance of designs used by other Governments 
or organisations. The need to plan public structures for 
which the public or private organisations paid, or the need 
for non-public buildings made no difference to the design of 
buildings for those locations.
Rather than "foreign" buildings influencing New 
South Wales structures, the reverse was the case in those 
instances where Government provided through passenger 
services. Where gauges were other than the New South Wales 
standard gauge, the architecture of buildings generally 
followed designs of the State which possessed that non 
standard gauge.
(64) New South Wales Parliament, Minutes of Evidence, 
Progress Report from the Select Committee on Railway 
Extension "Sydney, Government Printer, 1869 ,p. 14.
(65) J.E.P. Bushby, Saltbush Country, Deniliquin, J.E.P. 
Bushby, 1980, p. 395, footnote 7.
BIBLIOGRAPHY
(i) Books
Bayley, W.A., 
Bushby, J.E.P. , 
Cargill, A.,
Deane H.,
Eardley, G.H. ,
Fitzgerald, A.,
Lane , L . & J . 
no author
Blue Mountains Railway, Bulli,
Austrail Publications, 1980.
Saltbush Country, Deniliquin.
J.E.P. Bushby, 1980.
Railway Stations and Industrial Sidings 
in the Lithgow Valley, Lithgow District 
Historical Society, Occasional Paper 
No. 25, 1977.
The Wolgan Valley Railway - its 
Construction] Sydney, reprinted by 
Australian Railway Historical Society, 
1979 .
The Railways of the South Maitland 
Coalfields, Sydney, Australian Railway 
Historical Society, 1969.
The Railways of J, & A. Brown, Sydney, 
Australian Railway Historical Society, 
1972 .
Historic Canberra 1825-1945, Canberra, 
Australian Government Publishing 
Service, 1977.
Newnes, Lithgow District Historical 
Society, Occasional Paper No. 26, 1977.
Deniliquin and Moama Railway, Melbourne, 
Australian Railway Historical Society, 
1976 .
(ii) Journals
js___________________
Delaney, J.W.,
Eardley, G .H .,
Jenkins, C .,
Neve, P .,
"The South Maitland Railways",
Australian Railway Historical Society 
Bulletin (ARHS Bulletin), Vol. 17 
No. 345, July, 1966.
"The Newcastle-Wallsend Coal Mining 
Company", ARHS %Bulletin, Vol. 11 No. 275 
September, 1960.
"The Cadia Ironstone Railway", ARHS 
Bulletin, Vol. 22 No. 399, January, 1971
"The Carlingford-Clyae Branch Line",
ARHS Bulletin, Vol. 25 No. 446,
December, 1974.
"The Liverpool-Anzac Rifle Range - 
Holdsworthy Military Line", ARHS 
Bulletin, Vol. 15 No. 322, April, 1964.
Oberg, L. , "The Story of the Lake Bathurst 
Ballast Railway", ARHS Bulletin,
Vol. 29 No. 484, February, 1978.
Singleton, C.C., "The Railways and Tramways of the
Parramatta Hills District", ARHS 
Bulletin, Vol. 6 No. 210, April, 1955.
"Railed Transport in the Broken Hill 
District", ARHS Bulletin, Vol. 13 No. 2 
, April, 1962.
(iii) Official
New South Wales 
Parliament,
Progress Report from the Select 
Committee on Railway Extension, Sydney, 
Government Printer, 1869, p. 14.
(iv) Newspapers
Newcastle Chronicle, 21st March, 1874. 
Newcastle Morning Herald, 16th February, 1966.
(v) Unpublished
Brief History of the Railways now 
known as South Maitland Railways, 
manuscript, Newcastle Public Library
1968.
/
Delany, J . W.,
CHAPTER ELEVEN
RECYCLED BUILDINGS
11 . RECYCLED BUILDINGS
In New South Wales, the Department of Railways 
has endeavoured to dispose of redundant buildings through 
demolition and removal or, in some instances, has leased 
structures in situ to private individuals or organisations. 
Where the Department of Railways has abandoned an entire 
line, it has usually left the buildings in situ for use by 
local farmers and graziers.
This chapter sets out the uses of redundant 
buidlings and provides an exhaustive list of examples of 
each function. It also mentions whether the structure is 
in situ or whether the new owners have moved it. The list 
is based on personal inspections.
(1) Residences
Binalong - in situ (line deviated).
Captains Flat - in situ.
Windsor (1st structure) - moved to 8 Mileham St. 
Melinga - moved to Railway St., Melinga. 
Macdonaldtown - in situ.
Newtown - in situ.
Bowenfels - in situ (station master's residence 
is a restaurant).
Mulgrave - in situ.
(2) Horse Shelter
Tycannah - moved to Pallamallawa.
(3) Caravan Annex
Old Burren - moved to Burren Junction.
(4) Hay Shed.
Strathaird - in situ.
(5) Tomato Shed
Moorland - moved to private property near 
Moorland.
(6) Museum
Mt. Victoria (1st Floor) - in situ. 
Sulphide Street - in situ.
Whitton - to be moved in late 1982.
(7) Store
Nyrang Creek - moved to Canowindra.
(8) Pigeon Club
Mittagong (1st floor) in situ.
(9) Department of Main Roads’ Depot 
Tarcutta - in situ.
(10) Department of Main Roads* Office
Morpeth - in situ.
(11) Hotel (former refreshment rooms)
Glen Innes - in situ.
Byron Bay - in situ.
(12) Post Office
Stokers - in situ.
(13) Petroleum Store
Mangoplah - in situ.
(14) Child Care Centre
Armidale - in situ (partial use of building).
(15) Tourist Railway Office
Yallah - moved to site at Albion Park owned 
by Illawarra Light Railway Museum 
Society.
Aylmerton - moved to Lithgow Zig Zag.
Michelago - in situ.
\The earliest known official re-use of a station 
was at Macdonaldtown and Newtown. When the Engineer-in-Chief 
approved structures in 1891 for the Redfern-IIomebush 
quadruplication, the Department used the original structures 
as residences.^^ Despite the long time which the railways 
has been aware of the potential for re-use of structures, 
it has not altered designs in any way to make them 
attractive for re-sale after their railway use has ended.
(1) New South Wales Parliament, Votes & Proceedings of the 
Legislative Assembly, 18th Parliament 1891/92 Session, 
Vol. 53, 1st Series, p. 1278.
